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CHAPTER I 
INTRODUCTION 
When people are asked what are America's most pressing 
problems now that the Vietnam War is over, they may answer 
the problem of hunger and poverty, achieving greater integra-
tion among the races, or making sure that Watergate never 
happens again. It is likely that transportation problems, 
including the gasoline shortage, will be considered by many 
as very pressing problems. 
It seems in this country that our lives are heavily 
dependent upon automobile transportation. Housing has been 
built in the suburbs where often no transit existed, with the 
supposition that the automobile would be and could be the sole 
means of transport save for a few public transit routes in 
existence. In the city, the transit that did exist has dete-
riorated, its fares risen sharply, and its services insuffi-
cient to attract riders. It is extremely important to study 
and attempt to understand attitudes toward the automobile and 
mass transit modes in order to be able to develop effective 
means of attracting people to mass transit. 
Something must be done to reduce automobile usage, and 
done soon if the gas shortage is as real as many say it is. 
Mass transit is insufficient to attract and accomodate subur-
banites in many areas. There are many plans and studies of 
ways to improve transit scheduling and possible ways to reduce 
1 
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fares. The gas shortage may force people to give up their 
automobile for a while and use whatever mass transit exists, 
but one really as yet does not fully understand why there is 
such a love for the automobile. What does it provide people 
that mass transit has been unable to give? 
The purpose of this thesis is to identify the psycho-
logical attitudes-feelings toward automobile and masstransit-
which exist in the northwest suburbs of Chicago, and how 
these suburbanites would like to see public monies spent on 
both road and public transportation. This will give those 
concerned with the transportation problem a deeper under-
standing as to why people choose to drive to work, even to 
the point of building their lives around automobile usage, 
rather than use mass transit. 
The next chapter, Chapter II, contains a review of 
related literature and discussion of findings. Chapter III 
is a description of the area and population surveyed and of 
the survey itself. Chapter IV presents the results of the 
study of how people perceive the quality of road and mass 
transit. Chapter V contains the results of the survey of 
preferences for public expenditures. The attitudes of people 
toward the automobile mode for work trips are explored in 
Chapter VI. The questionnaire is evaluated in Chapter VII. 
Finally, the overall conclusions of this research are pre-
sented in Chapter VIII. 
CHAPTER II 
RELATED LITERATURE 
Importance of Attitudes in Mode Choice 
In order to appreciate why it is important to under-
stand the role of attitudes in the mode choice behavior of 
travelers in urban areas, it is first essential to under-
stand the importance of predicting mode choice behavior 
changes in response to changes in the transportation system. 
With the increasing congestion in urban areas, problems of 
air pollution and excessive gas consumption and the increas-
ing demand for higher quality transportation service, most 
urban areas are investing very large sums of public money in 
highway and mass transportation improvements. The evalua-
tion of such improvements by potential travelers, and the 
extent to which they might actually take advantage of the 
improvements, are important in deciding where public monies 
should be spent. 
Thus the prediction of mode choice behavior is 
essential in the formulation of public policies with respect 
to transportation decisions. 
In the late 1950's, when questions regarding the 
proper investment and improvement in highways and public 
transportation were first being addresssd on a metropolitan 
area-wide level, the engineers and planners concerned with 
these questions began developing models dealing with resi-
3 
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dential location and traveler behavior. These included 
models to predict traveler's mode choice. Although these 
models have been substantially improved during the inter-
vening years, for the most part they are limited in that the 
only transportation system characteristics assumed to affect 
behavior are the travel time and cost associated with the 
various mode alternatives. Yet there is growing agreement 
among transportation planners that these methods are quite 
inadequate to deal with many of the important public policy 
and investment questions which are now facing public officials. 
To quote a recent article: 
Many planning tools based on the descriptive charact-
eristics of existing systems and their users have been 
found somewhat less than effective when applied to these 
new situations. This is particularly true in the study 
of mode choice. 
There appears to be growing agreement among trans-
portation planners that the solution to these problems 
may lie in a better understanding of the basis of observed 
travel behavior. It is also thought that this understand-
ing will probably come from considerations of the attitude 
of travelers toward transportation facilities, as they 
relate to the needs and preferences of individuals. 
(Hartgen, 1970, 440) 
Similar sentiments are expressed by many other persons (e.g., 
Sommers, 1970; Balkus, 1973; and Stopher and Lisco, 1970). 
Many reasons exist for the belief that an understand-
ing of attitudes will further the understanding of travel 
behavior and hence help to support more rational and effec-
tive public decisions in transportation. One reason is the 
likelihood that travelers consider many factors in addition 
to travel time and cost in making their mode choice decisions. 
Factors such as personal safety, physical and psychological 
comfort, freedom to engage in various activities such as 
reading or listening to the radio while traveling, and many 
other items surely influence mode choice behavior. An under-
standing of traveler attitudes will assist in the identifica-
tion of these other items travelers consider -- items whichmay 
be as important or more important than time and cost. 
Another important reason for examing attitudes is 
that it may reveal that many of the assumptions of traveler 
behavior incorporated into the existing urban transportation 
models are incorrect. For example, it is now assumed that 
families in an ·urban area first select their residential 
location, and then select the modes and specific routes they 
will use in the trips to work. However, it is very likely 
that people consider the destinations for their trips -- es-
pecially. work trips -- in locating their homes. Also, it is very 
likely that they consider the possible modes of transport 
available to them in selecting their residential location. 
Thus their attitudes and preferences for various modes will 
influence their choice of residential site, and probably will 
influence their choice of destinations for trips. over which 
they have destinations options. All this is in addition to 
the obvious influence over the mode choice in any particular 
trip. Recent studies by Hartgen (1973, 201-212) and Leathers 
(1967, 129-155) confirm that attitudes toward various modes 
of transportation seem to affect the choice.of residential 
location and hence of travel patterns in general. 
6 
· Review of Past Work 
Currently-Used Models 
The currently-used models of mode choice behavior do 
not include attitudinal elements, and as discussed above are 
limited in terms of transportation system characteristics to 
travel cost and time. Other items considered include char-
acteristics of the traveler and of his trips, such as income 
level, car ownership, and whether the trip is for work or 
other purposes. Typical of these models is one developed by 
the Traffic Research Corporation for Washington D.C. (Irwin, 
et al., 1963; and Hill et al., 1963). For any given traveler 
type and purpose of trip, this model presumes that the choice 
between automobile and transit will be based upon three items. 
These are: (1) travel time from origin to destination via 
each of the two modes, (2) the ratio of cost of the twomodes, 
and (3) the ratio of the time spent outside of the major mode 
vehicle ( such as walking to the transit station or parking 
lot) for each of the two modes. The predicted variable is 
the percentage of travelers who will choose public transit. 
For purposes of application of these models, individual 
travel behavior is not treated, rather behavior is treated 
in terms of the number of people traveling between two areas. 
An example of this type of model is presented in Figure 1, 
in which the percentage of travelers between two areas using 
public transit is related to the factors identified above. 
Recently some extentions and improvements on this 
type of model have been made (Aldana et al., 1973; Balkus, 
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FIGURE 1 
EX.AMPLE OF EXISTING MODE CHOICE MODEL 
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1973; Toews, 1970). In particular, a few· more characteris-
tics of the traveler are usually considered. Travelers are 
now usually divided into two categories: those who are essen-
tially captive riders, and those who actually have a choice. 
Transit captives are those who have no choice for lack of an 
automobile or because of a handicap which prevents them from 
driving an automobile. However, none of these extensions of 
the basic Traffic Research Corporation model include atti-
tudinal factors or other characteristics of the transportation 
system. 
Attitudinal Studies 
An attempt was made to identify all prior studies 
which contain attitudinal information. These are presented 
in summary form in Table 1. On the left margin of this table 
is a list of the items included. Along the top are listed 
the various studies, by author, so that the complete refer-
ence can be identified easily in the References. A check in 
the cell corresponding to a particular attitudinal variable 
and study indicates that the study included that item. 
As can be seen from this table, many items were con-
sidered, but generally only a few in each study. Therefore, 
the review of work which follows will concentrate upon only 
those few studies which were reasonably comprehensive in 
.terms of the range of attitudinal variables considered, or 
which considered a particular item or items in such a com-
plete manner as to warrent specific comment. 
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Safety x x x x x x x 
Radio x x x 
Seated x x x x x 
Job Needs Car x x 
Free of Whims x 
of Others x x x x 
Departure x x Freedom x x 
Uncrowdedness x x x x x x x x 
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The review will proceed first with a discussion of the 
relationship between car ownership or availability and mode 
choice behavior. This is treated first because car owner-
ship is usually a strong indication of attitudes toward the 
automobile mode in contrast to the public transport mode. In 
order for a car to be owned, a major expenditure must be made 
to purchase the car before its use, and additional expendi-
tures made for insurance, drivers' licenses, etc. Thus auto-
mobile ownership can be interpreted as a strong indication of 
a positive attitude toward the automobile mode, and probably 
carries with it an indication of a relatively negative atti-
tude toward public transport. Of course, it must beremembered 
that in many areas public transport is simply not available; 
so that if a person chooses to reside there or travel to such 
an area, auto ownership is really essential. After the section 
on automobile ownership, the discussion will include the other 
variables which have been analyzed and which probably reveal 
attitudes toward the automobile and public transport modes. 
Automobile Ownership and Mode Choice 
There is one consistent conclusion among all of the 
studies of mode choice which have been made in the Uni te·d 
States. This conclusion is that as automobile ownership in-
creases, public transport usage decreases. This conclusion 
is amplified by a statement in a recent report on the Skokie 
Swift Rapid Transit service in Chicago: 
Automobile ownership appears to be a good predictor of 
mode choice. As automobile ownership increases, so does 
. 11 
the proportion of automobile-driver trips, whereas the 
proportion of rapid transit trips declines with increasing 
automobile ownership ..•. This is consistent with, and 
supports, the generally accepted premise that as automo-
bile ownership increases, rapid ,transit use declines. 
(Chicago Area Transportation Study, 1968, pp. 21 and 22). 
A more quantative indication of the relationship of 
automobile ownership to transit usage is given by Figure 2, 
which is derived from the report of the transportation plann-
ing study in Milwaukee. For the entire Milwaukee area, the 
average percentage of all trips made by transit for a person 
residing in a household with no automobile ls about 73%, while 
the percentage of all trips made by transit in a household 
with one automobile is approximately 19%. This very graph-
ically illustrates the effect of automobile ownership onpublic 
transit usage (Weiner, 1969, 10). A general review of modal 
split relationships developed for cities of various sizes 
throughout the United States also indicates that as automo-
bile ownership increases transit usage declines (Fertal, 1966). 
Review of Major Studies 
The earliest study which deals with many variables in 
addition to time and cost was conducted under the direction 
of R. L. Ackoff of the University of Pennsylvania (1965). 
The primary purpose of the study was to develop a model of 
traveler mode choice based upon economic theory, in which a 
wide range of items in addition to cost and time were con-
sidered as the basis of the utility of various modes to indi-
viduals. Travelers were interviewed to obtain their feelings 
of importance of sixteen different characteristics of trans-
.12 
Source a Weiner (1969), p. 10. 
FIGURE 2 
MILWAUKEE TRANSIT DIVERSION CURVE 
portation modes, although for purposes of analysis and model 
development these were reduced or combined into four factors: 
cost, time, comfort, and convenience. The conclusions which 
are relevant to attitudinal research are that, for work and 
school trips, cost and convenience were the most important 
factors in determlning mode choice, time and comfort being 
less important. This strongly suggest that variables in 
addition to time and cost must be considered in understanding 
mode choice behavior. 
A very significant study of attitudes toward transport 
modes in the context of work trips was reported by Paine et 
al., (1967) and Nash and Hille (1968), all of the University 
of Maryland. They analyzed the results of a large survey 
sample of travelers in the Philadelphia metropolitan area. 
These travelers were asked to rank the importance of a very 
large number of characteristics of alternative modes. The 
characteristics were generally defined in such a manner that 
they applied to all modes, so that they would not imply any 
particular modal bias. These variables were then reduced or 
combined into eight factors in the analysis of work trip 
attitudes. The results are shown in Table 2, from which it 
can be seen that reliability is the most important factor, 
and diversions (such as reading, talking, and looking at 
scenery) is the least important. Travel time is the second 
most important factor, and cost the fourth most important 
factor. Again, these results indicate that variables in 
addition to travel time and cost are quite important to 
TABLE 2 
RELATIVE IMPORTANCE OF MODAL CHARACTERISTICS 
AS FOUND IN PHILADELPHIA IN 1967 
Factors 
Importance 
(Possible Score of 7.0) 
Reliabi;Lity 6.39 
Travel Time 6.14 
Weather 5.99 
Cost 5.50 
State of the Vehicle 5.13 
Unfamiliarity 4.62 
Self - Esteem 4.61 
Diversions 4.01 
Source: Paine, Nash and Hille (1968), p.42. 
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travelers. Also, it reveals that travelers making work trips 
seem to rate reliability, freedom from the discomfort of 
adverse weather conditions, and the condition of the vehicle 
in which they ride as factors roughly equal in importance to 
time and cost. 
As part of the same overall study, this team investi-
gated attitudes of travelers toward various modes in the 
Baltimore area, using a sample survey of 550 individuals in 
J50 households (Nash and Hille, 1968). This study also 
querried respondents on the importance of 44 transportation 
characteristics, which were combined into groups to assess 
their relative importance. In order to determine if there 
were differences between attitudes within a heavily urbanized 
area and a relatively rural area, of the 350 households inter-
viewed JOO were within the Baltimore city limits and immediate 
suburbs, and the remainder were in rural areas. With respect 
to work and school trips, the relative importance of factors 
are as indicated in Table 3. 
The results did not differ significantly from the re-
sults in Philadelphia, with the reliability of destination 
achievement being the most important factor. An interesting 
difference emerged between the attitudes of low income people 
within the city, higher income people in suburbs, and those 
living very far from the city. The suburbanites felt very 
strongly about the importance of many attributes, particularly 
those related to status, independence, convenience, reliabil-
ity and speed of travel. In contrast, those within the city 
TABLE J 
COMPARISON OF BALTIMORE AND PHILADELPHIA 
FACTORS IN ORDER OF IMPORTANCE 
Work Trip 
Baltimore 
1. Repairs 
2. Reliability 
J. Speed 
4. Cost 
5. Independence 
6. Traffic 
7. Age of Vehicle 
Philadelphia 
1. Reliability 
2. Travel Time 
J. Weather 
4. Cost 
5. State of Vehicle 
6. Unfamiliarity 
7. Self-esteem 
8. Family and Friends 8 • Di versions 
Non-Work Trip · 
Baltimore 
1. Repairs 
2. Comfort 
J. Cost 
4. Speed 
5. Independence 
6. Family and Friends 
7, Traffic 
8. Age of Vehicle 
Philadelphia 
1. Reliability 
2. Weather 
J. Convenience 
4. Cost 
5. Travel Time 
6. State of Vehicle 
7, Congestion 
8. Unfamiliarity 
9. Diversions 
10. Self-esteem 
Source: Nash and Hille (1968), p. 40. 
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ranked all factors as less important. Those living most dis-
tant from the central business district also tended to rank 
all factors as much less important-particularly status and 
ego oriented factors-than the people living in the suburbs. 
During 1968 and 1969 the National Cooperative Highway 
Research Program sponsored a two-stage research project on a 
national survey of transportation attitudes and behavior 
(Chilton Research Services, 1968 and 1970). Among a wide 
variety of other questions and analyses not related to modal 
attitudes, each respondent was asked to rate, on an import8.!lce 
scale, fifteen different transportation attributes for three 
types of trips-work, social, and shopping. The seven top 
ranking items, when judged on the proportion of respondents; 
rating them "of great importance," are as shown in Table 4. 
As in the case of the studies in Philadelphia and Baltimore, 
the reliability of reaching a destination as planned is a 
very important attribute, and it is interesting to note that 
neither time nor cost was among the seven most important 
items. In the second stage, it was discovered that there was 
a strong interrelationship between a person's attitude toward 
a particular mode and the attributes which he considers most 
important. In particular, if a person selects a particular 
mode and indicates a satisfaction with that mode, he is very 
likely to indicate a great deal of importance to tho.ee factors 
c 
or attributes in which that mode is superior to alternate 
modes. Also such a person would tend to ascribe a low impor-
tance to those factors. for which his· chosen mode is not 
r . . 18 
TABLE 4 
SEVEN MOST IMPORTANT ATTRIBUTES 
OF MODES ACCORDING TO NCHRP STUDY 
Item 
Feel Confident Vehicle Will Get You 
to Destination Without Accident 
Feel Confident Vehicle Would Not 
Need to be Stopped for Repairs 
To Fell Independent of Anyone Else 
for Your Transportation 
To Not Have to Change Vehicles 
To be Protected from Weather While 
Waiting for a Ride 
To Travel in an Uncrowded Vehicle 
To Have a Comfortable Vehicle 
Percentages 
of Respondents 
Answering "of Great 
Importance" 
48 
45 
41 
38 
37 
32 
31 
Source: Chilton Research Services (1968), p. 15. 
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particularly desirable. ''Those who were confident that 
public transportation would require no repairs in transit 
also tended to be satisfied with the safety, speed, pride, 
comfort, and relaxation provided by this mode. (Chilton 
Research Services, 1970, p. 9). 
In two papers published in 1970, Hartgen and Tanner 
(1970a and 1970b) report on the development of a mode choice 
·model which explictly -includes·attitudinal variables in 
addition to the more cbmmonly incorporated variables. These 
were related to individual and household needs-physical, 
social, and psychological-which presumably underly the activ-
ities of the household. The model which they developed 
estimates the patronage on a transit system, using a diver-
sion curve similar to the ones discussed above. Patronage 
is a function of four general factors: (1) operating char-
acteristics of transit and auto systems (speed, parking 
charges, headway, trip density, etc.) (2) stratification 
of trips (purpose, auto availability, etc.) (J} demographic 
characteristics of the region (spatial distribution of house-
holds, etc.} and (4) attitudes of travelers towards abstract 
transportation mode attributes. 
Hartgen and Tanner use the mode attributes identified 
in the University of Maryland attitude study. In order to 
make these operational, they include a variable in the model 
which is the extent to which travelers are satisfied with 
each of these attributes. This, and information on the 
importance of each attribute, are used as the attitudinal 
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factors upon which mode choice behavior is based. 
Using data from the University of Maryland study and 
also studies conducted by the Upper New York State Transpor-
tation Studies, they developed an operational mode choice 
model and applied it to situations in which system charac-
teristics, such as cleanliness of the vehicles, are changed. 
The method results in an estimate of the percentage of 
travelers who would shift to public transport as a result of 
such changes. 
In a paper just published, Hartgen (1973) has reported 
that traveler attitudes are not very well correlated with 
socio-economic characteristics of those travelers, so that 
in order to predict mode choice behavior it will be necessary 
to explicitly treat attitudes as well as socio-economic 
characteristics in any model. 
A study in 1970 by Arthur D. Little, Inc., for the 
Urban Mass Transportation Administration (of the United 
States Department of Transportation) was concerned with the 
development of new approaches to improving circulation and 
distribution of traffic in central city areas. One of six 
major foci of the study was consumer analysis guidelines. 
The thre~ major conclusions of this study were as follows1 
1. A majority priority of UMTA research and development 
effort should be better understanding of the transit 
market, and transportation user requirements and 
preferences. 
2. The urban mass transit demonstration program should 
include a national market-testing program •••• 
J. Along with the research, development, and demonstra-
tion UMTA should place an equal emphasis on providing 
; 
t 
• ~-· 
r 
r 
training and technical assistance in market-oriented 
research and management techniques to local and 
regional transportation planning and operating agen-
cie~. (Arthur D~Little, 1970) 
These conclusions clearly support the need to gain a better 
understanding of the attitudes of travelers toward the 
attributes of the various modes and the relative importance 
of these attributes. 
At the Highway Research Meeting in Washington D. C. 
in January of 1973, Hall and Surtie presented a paper re-
cently published, 1973 on "Modal Choice and Attitudinal 
Patterns for a Median-Sized Urban Area." The purpose of this 
study was to evaluate the factors that jointly influence the 
utilization of a public transportation system, and to develop 
techniques of analysis and prediction that would assist in 
planning for future transit needs. A sample population of 
employees of downtown firms in Denver were asked to complete 
a questionnaire. Attitudes towards many items in addition 
to cost and time, such as physical comfort, use of parking, 
riding in a non-stop trip, availability of information on 
the service, reliability of the service, and many others, 
were analyzed to determine their importance in determining 
mode choice. The results of this study were sufficiently 
strong that they are now being used to revise the Denver 
Transit System route structure and schedules with the hope 
that patronage will be increased. 
I. 
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Conclusions 
It is clear from these many relatively recent inves-
tigations into mode choice behavior that the study of atti-
tudes towards various attributes of alternative transport 
modes is essential to the understanding of mode choice 
behavior and the prediction of mode choice in the context of 
future transportation system options. A better understand-
ing of traveler attitudes toward attributes of various 
modes should lead to an improved ability to predict to what 
extent travelers will change modes in response to various 
changes or improvements to the transportation system. This 
information is essential to any evaluation of proposed 
changes. Hopefully the study of attitudes will yield more 
insight into mode choice behavior, so that public decisions 
regarding improvements in the transportation system will be 
made on a more rational basis and lead to a more effective 
system. 
CHAPTER III 
CHARACTERISTICS OF THE SURVEYED POPULATION 
Introduction 
The purpose of this chapter is to describe and discuss 
the survey sample. Since the survey area does not correspond 
precisely to census tracts, the distribution of various char-
acteristics of those interviewed will be compared with the 
census distributions for Cook County and for the City of 
Chicago. This will reveal similarities and differences be-
tween the surveyed group and the population of the entire 
area. Data are taken from 1970 U. S. Census, as reported in 
Thomas et al. (1973). 
The Data and Survey 
The gathering of these data was motivated by an inter-
est among the mayors of certain northwestern Chicago suburbs 
(listed in Table 5) as to why people drive to work. More 
specifically, the survey and study were performed for the 
Mayor's Northwest Municipal Conference Transportation Study, 
by the University of Illinois at Chicago Circle. The purpose 
of the study was to provide supportive information from these 
communities to the Illinois Department of Transportation as 
why people drive to work, including reference to their atti-
tudes and actual behavior. The survey was carried out in 
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Table 5 
List of Suburbs Included in the Survey 
Arlington Heights 
Barrington 
Bartlett 
Buffalo Grove 
Des Plaines 
Elk Grove Village 
Hanover Park 
Hoffman Estates 
Inverness 
Mt. Prospect 
Niles 
Palatine 
Park Ridge 
Prospect Heights 
Rolling Meadows 
Schaumburg 
Streamwood 
Wheeling 
. 24 
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two phases, during the late summer of 1970 and the follow-
ing winter (early 1971). The data provide an analysis of 
attitudes and behavior of people with respect to their mode 
choice decisions. 
The specific questions asked were based upon the need 
for information to be included in the Illinois Department of 
Transportation portion of the National Transportation Needs 
Study. A broad range of questions were asked, in order to 
ascertain the general characteristics of the population, 
their attitudes towards various transportation modes, and 
their evaluation of the actual transportation options avail-
able to them and their evaluation of hypothetical options 
which might be provided. Specific questions dealt with the 
characteristics of the household, such as income, availability 
of an automobile, and actual mode choice behavior. Another 
group of questions related to the attitudes toward and eval-
uation of existing community services, and desired alloca-
tions of municipal funds among these services, including 
transportation. More specific questions dealt with attitudes 
toward various hypothetical transportation alternatives, and 
the desirability of spending community money on these alter-
natives. Additional questions related to the perception of 
reasons for choosing the automobile and evaluation of actual 
transportation alternatives currently available. 
The spatial scope of the study included the Cook 
County suburbs northwest of O'Hare Airport, including Des 
Plaines but not including the City of Chicago, and in addi-
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tion including the city of Barrington (Lake County). Figure 
J is a· map of this region, showing the major transportation 
routes. Most of the major facilities are focused on transit 
to the Chicago central business district, including the free-
ways and the Chicago and North Western Railway commuter 
service. Minimal local bus service exists, typically with 
infrequent departures. 
Survey Sample 
One thousand households were interviewed, and 891 of 
these interviews were valid for this study. The sample was 
drawn from the R. Donnelly reverse telephone book. This 
was used in order to spread the sample spatially as much as 
possible, and also because it was felt that there was essen-
tially no difference between the population listed in the 
telephone book (i.e., those having telephones) and those 
residing in the area.. This is in marked contrast to the 
situation in the central city, where other researchers (e.g., 
Lisco) have found a substantial portion of migrant workers 
and others who are not listed in such telephone books. The 
major disadvantage of use of the telephone directory to 
obtain the sample is that many households would have un-
listed numbers, resulting in a bias in the sample. 
The sample was drawn by first selecting five random 
rows or lines from each c~lumn on each page of the telephone 
book (randomness being insured by selecting the rows prior 
to opening the book). Then random pages and random columns 
were selected from the book, and those entries corresponding 
LAKE 
KANE 
I90 
~Area Surveyed 
COOK 
WILL 
FIGURE 3 
MAP OF AREA SURVEYED 
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to the selected page, row, and column, were selected for 
interviews. 
The interviews were conducted at each selected house-
! hold by trained personnel who received one and a half days 
~· f, training prior to actual surveying. At each household one 
person, selected randomly from those in the household over 
sixteen years of age, was interviewed. If on the first call 
-
there was no answer, the second attempt to find an appropriate 
interviewee at the location was made. If this was unsuccess-
ful, another household was selected, either to the left or 
the right of the original household on the same side of the 
street, or across the street, directly, to the left, or to 
the right, of the'original household. The particular house-
hold selected was based upon a random selection. Using this 
procedure, the required number of interviews was made in the 
areas which corresponded to the originally randomly drawn 
sample. 
Comparison of Survey Household 
and Area Characteristics 
The sample consisted of interviews of 1,000 house-
holds, of which 891 were valid for the statistical analysis. 
The distributioh of these 891 interviews in the communities 
are shown in Table 6. Also given is the 1970 population 
for those communities and the percent sample to population. 
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TABLE 6 
SAMPLING RATE OF APPROXIMATION TO SURVEY AREA 
Number of Population Percentage 
Area Interviews 1970 Sample 
Arlington Heights 124 64,884 .192 i ·. 
~ . Barrington 17 7,701 .225 
Bartlett 7 3,501 .200 
Buffalo Grove 25 11,779 .212 
Des Plaines 118 57,239 .206 
Elk Grove Village 50 24,516 .204 
Hanover Park 25 11, 916 .210 
Hoffman Estates 48 22,238 .216 
Inverness 2 1,6?4 .120 
Mount Prospect 66 34,995 .188 
Niles 62 31,432 .197 
Palatine 54 25,904 .208 
Park Ridge 87 42,466 .204 
Prospect Heights 28 13,333 .210 
Rolling Meadows 36 19,178 .188 
Schaumburg 40 18,730 .214 
Streamwood 36 18,176 .198 
Unincorporated Area 40 18.699 .214 
Wheeling 26 14,746 .177 
Sources u.s. Bureau of the Census, 1220 Cen§us of Po12ula-
tion, Vol. 1, Part A, Section 1, Table 6. 
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Income 
The area surveyed seems to be extremely wealthy 
relative_ to Cook_County, the City of Chicago and the entire 
metropolitan area (Thomas et al.,1973). The households in 
a collection of tracts which approximate the towns surveyed 
had an average annual income of $16,400 per year (Thomas et 
al.,1973, .p. 3-1). This is in contrast to $11,300 for the 
entire metropDlitan area, $11,000 for Cook County, and only 
$9,300 for Chicago. Only 7% of the families in this survey 
area have yearly income less than $7,000 per year in contrast 
with 20% for the entire Chicago region and 30% for the city 
of Chicago. 
Age Distribution 
There seems to be a very similar age distribution for 
the surveyed population and for the other area units. For 
example, in ~he age category 10-19 years there are 21% in 
the tract approximation to the survey area, 19% in the 
Chicago metropolitan area, and 18% in Chicago (Thomas et al., 
1913, p. 32-31.J.). However, the elderly seem to b~ under-
represented in this area, only 7% being over 60 in the area, 
while 13% are over 60 in the entire Chicago area and 14% 
are in this category in Chicago. 
Automobile Ownership 
The distribution of automobile ownership, a charac-
teristic which surely will be q1J.i te important in terms of 
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choice and attitudes toward modes, is presented in Table 7 
for the approximation to the survey area, the entire region, 
and the city of Chicago. As clearly indicated there are far 
fewer families-virtually none-with no automobile in the 
survey area, while a substantial fraction in the city and 
the entire region have no automobile. Similarly, the re-
mainder of the automobile distribution seems to be skewed 
toward a greater number of automobiles in the survey area in 
contrast to the other aerial units. This is of course as 
one would expect in a suburban area in which there is rela-
tively little public transit service and in which the in-
comes are considerable higher. 
Mode Used in Journey to Work 
I 
According to the 1970 census data, 6% of the work 
force in these tracts (approximating the area surveyed) 
works in the central business district (of Chicago) where-
as for the entire metropolitan area 8% work in the central 
business district (Thomas et al., 1973, pp. 43-34). The 
automobile is the dominant mode for the journey to work in 
this area, with 8J% of the persons using the automobile, 
73% being drivers and 11% being passengers. In contrast, in 
the entire Chicago region 66% travel by auto to work, al-
though the distribution among drivers and passengers is 
identical to that in the surveyed area. Thus the automobile 
is more extensively relied upon in the survey areas than in 
the region as a whole, but to some degree can be explained 
Automobiles 
Owned per 
Family 
None 
1 
2 
3 
or More 
• 
TABLE 7 
AUTOMOBILE OWNERSHIP 
Percentage of Famiiies 
Approximate City of 
SuJ?vey Area* Chicago 
3 40 
44 48 
46 11 
6.5 1.4 
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Chicago 
SMSA 
24 
49 
24 
J.4 
*This area is composed of census tracts which approximate the 
survey area. 
Sources Thomas, et.al. 1973, pp. 4-7 and 4-8. The inconsistant 
rounding of data comes from this source. 
by the fact that a somewhat smaller fraction of the work 
force in the survey area work in the loop-the one area to 
.33 
!- which high quality public transit service is provided here. 
r 
Conclusions 
Thus the area surveyed is probably considerably 
different in its population characteristics than the region 
as a whole, and different from the city of Chicago. The 
residents of the surveyed area seem to be considerably 
wealthier, have greater automobile ownership, are somewhat 
younger in their age distribution, and tend to rely more 
heavily on the automobile for the work trip than the average 
counterpart in either the city of Chicago or the region as 
a whole. While these comparisons have been made between an 
approximation of the suryeyed area based on census tracts 
and the city and metropolitan area, the conclusions probably 
are true for the actual survey area also-for which these 
data are not available. 
r 
CHAPTER IV 
THE QUALITY 01:" TRANSPORTATION 
Introduction 
The purpose of this chapter is to present the results 
of an analysis of the perception of the quality of transpor-
tation in the communities surveyed. The perception of trans-
port quality is likely to be very important in the tx-anspor-
tation behavior of people-their propensity to travel, and 
their choice of modes for various trips. It will also be an 
important factor in determining their feelings regarding 
desirable improvements in the transportation system and their 
willingness to finance them. The analysis begins with the 
general evaluation of the transportation system, and then 
proceeds to consider specific aspects of automobile trans-
portation and specific components of the public transporta-
tion system to gain more insight into the perceptions of the 
quality of the system. 
General Evaluation 
The households surveyed were asked "What do you think 
is the over-all quality of each of these services in your 
area?" in terms of five levels-very good, good, average, 
poor, and very poor. The results of this survey for "roads 
and highways" and "public transportation"are presented in 
34 
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Figure 4, which shows the relative frequency with which each 
response was made for automobile transportation and for 
public transit. As can be seen, most people evaluated roads 
as average in quality or better, with 75% so responding. In 
marked contrast, public transit was rated much more poorly, 
with only 26% of the people thinking it was average in quality 
or better. Thus, 74% feel that public transpqrtation can be 
characterized as poor or very poor. As noted in Table 8, the 
greater missing observations for public transit are probably 
due to the fact that some people would not be familiar with 
public transportation in a suburban area such as the one 
surveyed. 
It might be expected that there would be some correla~ 
tion between a person's perception of the quality of roads 
and his perception of the quality of public transport. This 
can be examined by consideration of Table 8, which gives the 
percent of people who answered with a particular quality 
level for public transit for each of the five possible quality 
levels for roads and highways. For example 13% of those who 
considered roads to be very good in quality also considered 
public transit to be very good, while 35% of them considered 
public transit very poor. It can be seen from this table 
that there is a very slight correlation between the resonses 
for roads and for public transit. This correlation is in 
the direction that as one's perception of the quality of 
roads goes from very good to very poor, he is more likely to 
respond that public transit is of poorer quality. For 
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Quality 
Missing Observations1 72 for Roads and 95 for Transit 
FIGURE 4 
QUALITY OF ROADS AND PUBLIC TRANSIT 
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TABLE 8 
OPINIONS OF QUALITY OF PUBLIC TRANSIT 
AS A FUNCTION OF OPINIONS OF QUALITY OF HIGHWAYS 
Quality of Public Transit 
Quality of Percentage 
Roads and Very Aver- Very Percentage 
Highways Good Good age Poor Poor Marginals 
Very Good 12.5 16.3 11.3 25.0 35.0 10.1 
Good 3.0 11.3 12.8 33.2 39.6 J3.6 
Average 3.6 6.3 12.3 31.7 46.o 31.9 
Poor 2.3 9.0 12.0 34.6 42.1 16.9 
Very Poor 3.4 10.2 6.8 15.3 64.4 7.5 
Percentage 
4.1 Marginals 9.8 11.9 30.8 43.5 100.0 
Missing Observations = 102 
r 
J8 
example, 35% of those who consider roads very good consider 
public transit very poor, while 64% of those who consider 
roads very poor also considered public transit very poor. 
While these results are very interesting and valuable, 
it is clear that each of these two modes of transportation 
is really made up of many aspects and components, which need 
detailed evaluation. 
Automobile Transportation 
Although the household survey revealed that the 
quality of roads and aut?mobile transportation was felt to 
be extremely high, it is nevertheless important to determine 
whether this general feeling is carr~ed through all the var-
ious aspects of road transportation. One means of examining 
this is to inquire as to.the quality of specific components 
of the roads transportation system, such as the followings 
Pavement maintenance 
Safety of highway design 
Traffic law enforcement 
Traffic signs and lights 
Street lighting 
Snow removal 
Parking in your village downtown 
The questions on these were identical to the previous one 
except for the list of items. 
The persons surveyed were asked to evaluate the above-
mentioned items in terms of their quality, the measure arrang-
ing in five steps from very good to very poor. A summary of 
the results of that survey is presented in T~ble 9, in which 
the percent of people considering the quality of each item 
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TABLE 9 
QUALITY OF SPECIFIC ASPECTS OF ROADS 
Percentage 
Considering Percentage 
Quality Average Missing 
.. Aspect Or Better Observations 
Pavement Maintanence 72.3 1.8 
Safety - Highway Design 74.3 3.8 
Law Enforcement 94.8 5.1 
Signs and Lights 79.2 0.2 
Street Lighting 66.1 1.5 
Snow Removal 86.7 2.8 
Parking in Village 75.4 7.5 
to be average or better is presented. It is evident that a 
very high regard for the quality of road transportation is 
carried through to each of these items1 street lighting was 
the item which was felt to be the worst. Thus these results 
are entirely uniform with the respondents' general percep-
t· tions of the quality of roads. It might also be noted that 
i, 
r almost all of those surveyed responded to these questions, 
' t 
y perhaps reflecting frequent use of automobile transportation. 
Another measurefor examining the perception of the 
quality of the road transportation system is to inquire as 
to the extent to which people are aggravated by various 
characteristics of roads and road traffic. This was done by 
asking the question "Please rate this list of transportation-
related items as you have experienced them," with answers on 
a five choice scale from very aggravating to not aggravating. 
The items considered ares 
Congestion during the rush hour 
Congestion at other times 
Disruption caused by road pavement construction 
Dirt and dust from roads and expressways 
Noise from roads or expressways 
Disruption caused by road pavement maintenance 
The results of the question are presented in Table 
10, which gives percent of people who considered each item 
to be average or above average in its level of aggravation. 
Congestion seems to be the most aggravating problem, partic-
ularily during the rush hour. Other factors which are con-
sidered substantially aggravating are items which would seem 
to affect driving time and the ease of driving, such as 
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TABLE 10 
AGGRAVATING CHARACTERISTICS OF HIGHWAYS 
Percentage 
Average Or Above 
Characteristics Experienced In Aggravation 
Congestion During Rush Hour 88.2 
Congestion At Other Times 60.6 
Disruption Due to Road 
Construction 67.0 
Dirt and Dust From Roads 44.5 
Noise From Roads and 
Expressways 28.9 
Disruption Due to Road 
Maintenance 41.9 
Percentage 
Missing 
Observations 
5.1 
1.2 
1.6 
1.3 
o.6 
1.5 
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congestion at other times, and disruption because of road 
construction or maintenance. It is interesting to note that 
dirt, dust, and noise from roads and expressways are not 
felt to be particularily aggravating in contrast to the 
other items. Perhaps these people do not feel that these 
potential environmental intrusions of roads and. road traffic 
are particularly pressing problems. 
In summary, it is interesting to note that such a 
large percentage of those surveyed feel that road congestion 
is particularly aggravating, yet an overwhelming majority of 
the people seem to be quite satisfied with roads and the road 
: transportation system. Apparently these people have become 
"' accustomed to congestion and seem to be willing to accept 
it. 
Quality of Public Transportation 
Public transportation is not homogeneous in suburban 
areas such as they surveyed with this questionnaire. Public 
transport in this area is a combination of commuter railroad 
service, designed primarily for travel to and from the 
Chicago central business district, and bus transport, which 
tends to serve trips to destinations other than the central 
business district. Therefore it is important to distinguish 
between these two components of the system as well as to 
examine public transport in general. 
Table 11 presents information on the quality of public 
transport as it is related to a factor which should describe 
the dependence of each person on public transportation, This 
TABLE 11 
OPINION OF QUALITY OF 
PUBLIC TRANSIT SERVICE VS. AUTO OWNERSHIP 
Percentage 
' Number of Very Aver- Very Percentage 
··' Autos Owned Good Good age Poor Poor Marginals 
None o.o 8.o o.o 20,0 72.0 3.1 
1 5.6 11.0 8.6 30.2 44.5 37.8 
2 3,7 7.8 14.7 31.3 42.5 47.0 
3 o.o 13.0 18.2 33,6 35.1 9.7 
4 or More 5,3 15.8 o.o 31.6 47.4 2.4 
Missing Observations = 95 
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factor is car ownership of the family, which can range from 
zero to four or more automobiles in a family. It is inter-
esting to note that persons in families which have no auto-
mobile tend to rate public transport very poorly in relation-
ship to those who have one or more cars in the family. This 
is perhaps as one would expect, for those who have access to 
' 
one or more automobiles presumably could use those automo-
biles wherever public transport service is poor, and only 
use the public transport system when it is convenient and 
desirable to do so. Perhaps being forced to use transit 
leads to general negative at'ti tudes toward the system, even 
if it does satisfy transportation needs well. Furthermore, 
transit is rather minimal in this area so that dependence 
on it might reflect either poor choice of residential loca-
tion or being forced into an undesirable situation. However, 
as was noted above, it is necessary to inquire into more 
detail into the perception of the quality of the various 
aspects of public transport. 
The major components of the public transport system 
and perceptions of their quality are presented in Table 12. 
It is significant that although only 26% of the people 
surveyed felt public transport in general was average or 
better in quality, 94%-almost all-felt that the C&NW Rail-
road service was average or better in quality. In fact, 
77% felt that service was very good or good. The perception 
of the quality of parking for the railroad service was not 
quite so high, with 58% feeling it was average or better, 
but nevertheless this again was superior to the general 

·~ 
perception of the quality of public transport. It should be 
remembered that many commuters do drive to the C&NW stations, 
because they live too far to walk conveniently and probably 
have no access via a feeder bus service. The bus service 
' f was rated very poor, with only 16% of the people thinking the 
quality of that was average or better. 
This information on the perception on the quality of 
these various transit services is extremely significant. It 
suggest that the connections between the suburbs and the 
Chicago downtown are felt to be extremely good, the weakest 
element being parking. This is perhaps symptomatic of a 
general weakness in connections between the commuters' homes 
and railroad stations. That connection could be improved by 
driving and parking or by taking a feeder bus. 
The poor quality of bus service is especially signifi-
cant in view of the fact that for most non-downtown oriented 
trips the bu~ is the only possible transit mode. Yet less 
than 10% of the trips made by an average family in the 
Chicago area are to or from the Chicago central business dis-
trict. (Chicago Area Trans. Study, Vol.I). This. means that 
for most trips, which are not to the downtown area, the avail-
able transit service is considered quite inferior. 
C&NW Rail Service 
It is important to explore whether or not the per-
ception of the C&NW service varies with the usage of that 
system. Unfortunately, there are no questions which 
directly ask if one uses that service, but it probably can 
be inferred that if someone does not drive all the time he 
is very likely to be using the C&NW service when he does not 
drive. Of course, some people might use bus, or walk, or 
ride a bicycle, but this is undoubtedly true of only a small 
fraction of the population. The perception of the quality 
of the C&NW's service is presented in Table 13 for each of 
the three categories of driving to work-frequently, occasion-
ally, and never. As can be seen, there are very minor differ-
ences between the distribution of responses for the various 
quality levels, and the conclusion that the service is re-
garded very highly remains. Similar conclusions follow from 
Table 14, in which railroad quality is related to the possi-
bility of using the railroad for the work trip-another 
approximate indicator of actual mode choice or usage. It is 
also interesting to note that even those who frequently drive 
all the way to work answered this question regarding the 
quality of rail service. It is not clear how their impres-
·sions of the quality of the railroad service were formed, 
perhaps by discussions with people who use it, or perhaps 
they were influenced by the advertising of the railroad, or 
by simply seeing the trains in their communities. In any 
event, the conclusion of the high quality of this service 
remains. 
Suburban Bus Service 
The quality of bus service bears much more scrutiny, 
because it was considered so poor. Also, it is bus service 
which terids to serve the places to which most trips are 
Drive all 
the Way 
Frequently 
Occasionally 
Never 
TABLE 13 
OPINION OF C&NW QUALITY 
vs. WORK TRIP MODE 
Percentage 
Very Aver- Very 
Good Good age Poor Poor 
J0.5 45.0 17.3 5.3 1.9 
J7.8 40.5 10.8 8.1 2.7 
JJ.7 45.9 14.J 4.1 2.0 
Missing Observations == 4J8 
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Percentage 
Marginals 
70.2. 
8.2 
21.6 
Possible 
to Use C&NW 
to Work 
Yes 
No 
TABLE 14 
OPINION OF C&NW QUALITY 
VS. ABILITY TO USE IT 
Percentage 
Very Aver- Very Good Good age Poor Poor 
44.2 38.4 10.5 5.8 1.2 
29.6 45.6 17.6 5.1 2.1 
Missing Observations = 430 
. 49 
Percentage 
Marginals 
18.7 
81.3 
1:-. 
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made-places other than the central business district. Thus 
this is po~entially an extremely important component of the 
transportation system. 
As in the case of the railroad service, it is interest-
ing to attempt to ascertain the perceived bus quality among 
people who are forced to use the bus system or who might 
make use of that system. Table 1.5 presents the quality of 
bus service relative to auto ownership, presumably an indi-
cator of one's dependence upon bus service. The quality of 
· bus service is definitely the worst for those who have no 
... 
car and tends to improve slightly for more autos per house-
hold. However, there is a general perception of the system 
as being quite poor among all auto ownership classes. 
A similar indicator of dependence upon the bus trans-
it system is whether or not one has a license to drive. 
Table 16 presents a tabulation of the percentage of people 
who feel bus service is of each quality level by whether or 
not they have a license to drive. Again, the conclusion is 
the same, that people is both categories feel the service 
is quite poor. However, those with licenses felt more 
strongly that the bus system was poor. 
An indication of whether or not people make work 
trips to places not served by the train, and hence places 
where bus service is the only public transit alternative to 
the automobile, is the response that they cannot use the 
C&NW railroad to go to work. The specific question was 
"Would it be possible for you to take the C&NW to (or from) 
51 
TABLE 15 
OPINION OF QUALITY OF 
BUS SERVICE VS. AUTO OWNERSHIP 
Percentage 
Number of Very Aver- Very Percentage 
~- Autos Owned . Good Good age Poor Poor Marginals 
,. 
i'·. 
3. 8 76.9 ' None o.o o.o 19.2 3. 5 
1 1.1 7.7 8.5 28.9 53,9 38 .1 
2 1.4 4.6 9.8 29.1 55.0 46.6 
3 o.o 1.4 11.4 35.7 51.4 9.4 
4 or More o.o 11.1 5.6 11.1 72.2 2.4 
Missing Observations = 146 
; .. 
Have 
License 
No 
Yes 
TABLE 16 
QUALITY OF BUS SERVICE 
AND LICENSE TO DRIVE 
Percentage 
Very Aver- Very 
Good Good age Poor Poor 
0.9 11.1 8.3 19.4 60.2 
1.1 4.7 9.1 30.6 54.5 
Missing Observations = 148 
52 
Percentage 
Marginals 
14.5 
85.5 
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work?" with possible answers yes or no. Among those who said 
they cannot use the C&NW (people who presumably work some-
where other than the Chicago central business district or 
along the C&NW line), it might be assumed that those whQ say 
they never drive are most likely to use the bus (although they 
might walk or use other modes). Those who say they occasion-
ally drive all the way might on other occasions use the bus, 
etc. Thus we can try to obtain some idea of the perception 
of the quality of bus service among those who are dependent 
upon the bus as their only means of public transit. Table 17 
presents the evaluation of bus service among those who state 
they cannot use the C&NW to work. The evaluation is further 
broken down by the extent to which they drive to work. The 
general conclusion which was reached in the previous analysis 
is definitely not contradicted by the results in this table, 
for most people in every category still feel that bus. service 
is poor or very poor. 
Finally, it is important to examine the perception of 
the quality of bus service according to a person's age. 
Those who are exceptionally young as well as those who are 
quite old presumably have greater difficulty gaining access 
to an automobile or being driven. As shown in Table 18, 
there seems to be a slight increase in the perception of the 
system as being very poor with increasing age, although 
again most of the people-85%-feel that bus service is poor 
or very poor. 
TABLE 17 
OPINIONS OF QUALITY OF BUS SERVICE 
AMONG THOSE WHO CANNOT USE THE C&NW 
Percentage 
Use Auto Very Aver- Very 
to Work Good Good age Poor Poor 
-· 
Frequently 1.4 6.o 8.9 26.7 56.8 
Occasionally o.o 9,5 2J.8 19.1 47.4 
Never 1.1 6.8 5,7 29.6 56.8 
Missing Observations = 4J4 
54 
Percentage 
Marginals 
76.2 
4.6 
19.2 
55 
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OPINIONS OF QUALITY OF BUS 
SERVICE BY AGE CATEGORY 
Percentage 
Age Very Aver- Very Percentage 
in Years Good Good age Poor Poor Marginals 
16 - 21 1.7 11.7 20.0 26.7 40.0 8.1 
21 - 25 o.o J.6 14.J J2.1 50.0 7.6 
25 - JO 0.9 4.6 7.4 27.8 59.3 14.6 
JO - 35 o.8 5.6 8.7 27.8 57.1 17.0 
3.5 - 45 2.2 4.4 7.7 31.9 53.8 24.6 
45 - 55 o.o 4.5 J.6 )2.4 59.5 15.0 
55 - 65 1.8 8.9 12.5 21.4 55.4 7.6 
65 - and 
Over o.o 7.1 7.1 2).8 61.9 5.7 
Missing Observations = 150 
! 
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Conclusions 
This analysis has provided an indication of the per-
ception of the quality of various transportation services in 
the suburban area surveyed. It is very clear that people 
seem to be generally satisfied with automobile transporta-
tion, although they did find congestion and a few other 
aspects aggravating. On the other hand, public transit is 
considered only very good in the case of the railroad service 
to the Chicago central; business district, and the bus service 
which would serve all other trips is considered to be of very 
poor quality. This reveals a major deficiency in the public 
transportation system. In the next chapter questions on the 
desires for improvements and willingness to pay for them out 
of tax monies will be analyzed, and it will be interesting 
to determine if there is a correlation with the problems 
with the existing system identified above. 
CHAPTER V 
ANALYSIS OF EXPENDITURE PREFERENCES 
Introduction 
This chapter presents the results of the survey regarding 
peoples' preferences for public expenditures on public 
transportation and roads. The first section analyses the 
answers on expenditures for public transportation and the 
distribution of those expenditures for specific kinds of 
road improvements and public transit improvements. Although, 
as will be seen, most people seem to favor an increase in 
expenditures, it was felt important to determine to what 
extent there were differences in the desirability of various 
types of expenditures among different groups of the popula-
tion. Therefore, an attempt was made to correlate the 
desirability of various types of expenditures with peoples' 
perceptions of the quality of transportation and their use 
of various means of transport, a·s well as their demographic 
chara6teristics. 
Analysis of Expenditure Preferences 
The overall preferences of this population for changes 
in expenditures on roads and public transport are shown in 
Table 19. It is interesting to note that 4J% of those 
surveyed wanted to spend more money on roads, and 74% wanted 
57 
TABLE 19 
DESIRED CHANGES IN EXPENDITURES 
ON ROADS AND PUBLIC TRANSIT 
Percentage 
Missing 
Mode More Same Less Observations 
Roads and 
Highways 43.0 51.3 5.6 26 
Public 
Transit 73.6 24.o 2.4 Bo 
58 
t 
r 
f 
' 
59 
to spend more money on public transportation. Very few 
desired less money to be spent on either fonn of transpor-
tation; and 98% wanted to spend at least the same amount of 
money as now on public transit and 95% wanted at least the 
same amount spent on roads. 
With so many people desiring increases in expendi-
tures for both modes, it might be expected that there would 
be a strong correlation between desires with respect to one 
mode and desires with respect to the other. The Pearson's 
Correlation Coefficient between the two is .2194, which is 
significant at the .001 level. This correlation indicates 
that many people who would answer in one way with respect 
to one mode, such as "more for roads," would answer general-
ly the same way for the other mode, such as "much more" for 
public transit. Thus the correlation reveals that there is 
similarity in the general direction of preferences among 
the two modes. 
Further insight into people's preferences for expendi-
tures can be gained from examination of the answers to two 
rather complex questions, which dealt with desires for 
changes in transportation quality and people's willingness 
to pay for them. These questions werea 
With an improved transportation system, many benefits 
come to the residents of an area, such as making more 
time available for work and recreation. Considering 
transportation in your area and your needs, would you 
be willing to pay higher taxes in order to finance 
certain transportation improvements? 
Under no circumstances 
Maybe, if I knew what the improvements were 
60 
Yes 
Do not know 
Providing transportation services costs money. Consider-
ing transportation in your area and your needs would you 
desire lower taxes if it resulted in poorer transportation 
services? 
Under no circumstances 
Maybe, if I knew how much lower and how much worse 
Yes 
Do not know 
Table 20 shows the answers to these two questions in 
terms of a person's response to both. Also shown are the 
row and column totals. Perhaps the first most striking 
characteristic is that more than half the people said that 
they would consider higher taxes if transportation were im-
proved, and also 9% said they definitely felt that higher 
taxes with transportation improvements were desirable. The 
general response to the question regarding lower taxes if 
transportation quality is poorer was generally consistent 
with regard to the answers of the previous question on higher 
taxes, in the sense that almost half said that they would 
desire lower taxes and poorer transportation under no circum-
stances. However, 27% would consider such a change, and 1J% 
said they definitely desired that kind of change. 
However, upon closer examination of the answers, many 
of the answers may be inconsistent. For example, 1% of the 
respondents answered "yes" to both questions, and 5% said 
they definitely wanted taxes and transportation quality cut 
but also would consider paying more taxes if they knew the 
improvements to the transportation system. Many questions 
have been too complex for some of the respondents to fully 
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TABLE 20 
ANSWERS TO TWO QUESTIONS REGARDING TRANSPORTATION 
TAX CHANGES AS PERCENTAGE OF ALL RESPONSES 
Response to Lower Taxes 
Under No Maybe If 
Response to Circum- Knows Does Percentage 
Higher Taxes stances Changes Yes Not Know Marginals 
Under No 
Circumstances 9.9 7.6 6.1 5.0 28.7 
Maybe If 
Knows Changes 25.3 17.7 5.2 7.3 55.5 
Yes 6.8 0.3 0.7 o.8 8.6 
Does Not Know 2.2 1.5 0.5 3.1 7.2 
Percentage 
Marginals 44.1 27.2 12.5 16.2 100.0 
Missing Observations = 12 
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understand, leading to some ambiguous or contradictory 
results-as will be discussed in Chapter VII •. 
On the other hand, many people did answer the questions 
in a consistent manner, and the associated percentages are: 
1) 18% of the people will consider more as well as less, 
expenditure on transportation if they know the system 
change. 
2) 10% of the people desired no change whatsoever. 
J) 7% of the people definitely wanted more money spent. 
4) 6% of the people definitely want less money spent. 
5) 3% of the respondents definitely had no opinion at 
all on either question. 
6) 8% of the respondents would consider less expenditure 
if they knew how the service would be poorer but would 
not consider more. 
7) 25% would definite!~ consider more expenditure if they 
knew the improvemen~ but would not consider a smaller 
expenditure •. 
A final conclusion regarding this question is that it 
was very poorly worded. One question asked if the respondent 
would be willing to pay higher taxes, while the other asked 
if they desire lower taxes. People probably had definite 
opinions regarding the expenditures and quality issues raised 
in the question, but the wording of the question could have 
confused them or caused them to mistakenly respond. Thus, 
caution must be used in interpreting these results as repre-
sentative of the community's feelings. 
More details regarding people's preferences for changes 
in expenditures can be obtained from examination of Table 21. 
This table presents the results of questions regarding desires 
for more or less expenditure on specific types of transporta-
63 
TABLE 21 
PERCENTAGE DESIRING CHANGES 
IN SPECIFIC EXPENDITURES 
t 
t Percentage ~ . 
l Much More Missing 
Type of Expenditure and More Same Observations 
Public Transit Subsidy 66.1 26.4 7.3 
Increasing Lanes in 
Some Roads 61.3 34.6 4.o 
Parking for C&NW 55.9 39.6 3.5.4 
Testing Procedures for 
Automobiles 54.7 38.0 5.8 
Better Street Lighting 51.4 47.1 1.3 
Maintenance on Existing 
Roads 43.6 .53.5 1.6 
Safety Features on 
Streets 42.2 56.1 1.6 
Driver Test and Training 41.7 55.3 3.1 
Traffic Signs and Lights J8.5 59.8 1.1 
Parking in Downtown 37.9 53.7 8.2 
Traffic Law Enforcement 24.J 73.0 2.6 
Building New Roads 24.2 57.4 3.1 
r r 64 
tion facilities, including public transit and roads. The 
table presents in the first column the percentage of people 
who desired "much more" or "more .. expenditure on each type 
of improvement, in the second the percentage of respondents 
who wanted the same amount of money spent in that particular 
category, and in the last the percent of missing observations 
in response to each question. The types of expenditure are 
listed in the order of preference for higher expenditure. 
It is interesting to note that the first and third 
most preferred items for greater e~penditures dealt with 
public transport, the first being a public transportation 
subsidy and the third being increased expenditures for park-
ing for the C&NW Railway. However, it should also be noted 
that there is a large percentage of missing observations in 
answer to the C&NW parking question, perhaps indicating that 
people who are not familiar with or do not use the C&NW park-
ing have no feelings regarding desired changes in expenditure 
on the parking. The least desired type of expenditure is 
construction of new highways, but increasing lanes on some 
roads is the second most desired expenditure. This probably 
indicates that people would like road capacity increased, :SO 
as to alleviate congestion, but want this increased capacity 
in a way that does not disrupt neighborhoods or cause the 
relocation of families. 
In general improvements to road transportation which 
do not involve the construction of entirely new facilities 
seem to be very highly desired, and people were willing to 
r 
' ; . 
[ 
r spend more money on these. The only item that does not seem 
to fit this general tendency is traffic law enforcement. 
In conclusion, it seems as though most people would 
desire increased expenditure on almost all aspects of trans-
portation, except the construction of entirely new roads. 
This is perhaps at least slightly in contradiction to the 
answers regarding the questions of taxation and quality of 
transportation service, in which 40% of the people seem to 
feel that reductions in taxes and in expenditures for trans-
portation (and hence in the quality of transportation) would 
be desirable or at least should be considered. However, when 
people are questioned regarding expenditures on transporta-
tion-without reference to who would pay for them-perhaps they 
do not associate the increased expenditures with increased 
taxes. Hence the respondents are inclined to say that they 
desire the improvements that come from increased expenditures. 
Quality and Expenditure Desires 
It might be expected that people's desires for changes 
in expenditures on transportation would be in some manner 
related to their perception to the quality of transportation 
facilities. If they feel the quality is low, then they would 
desire increased expenditures in those areas, while if they 
feel the quality of a particular part of a system is high or 
satisfactory, then the same or lower expenditures might be 
desired. This can be explored by comparing specific questions 
which deal with the quality of various components of the trans-
r 66 
portation system with related questions dealing with desires 
for expenditure changes. 
The answers to questions regarding the quality of 
specific transportation items and the desire for expenditure 
changes on those same specific items were correlated and the 
results are shown in Table 22. The expected correlation 
coefficient would be negative, for this would indicate that 
the poorer a person perceived the quality of an item the more 
money he would desire to be spent on that item. Fairly high 
correlations resulted for road pavement maintainance, traffic 
signs and lights, street lighting, village downtown parking, 
and railroad parking. 
The low correlation coefficients in the other expendi-
ture categories can be fairly easily explained. In the case 
of the C&NW service (other than parking) it should be recalled 
that virtually everyone felt that service was extremely high 
in quality, so that there is no variation in the quality 
responses which could be correlated with variations in the 
expenditure responses. A similar situation exists with res-
pect to bus service, except that virtually everyone felt that 
service was extremely poor. The situation with respect to 
traffic law enforcement is similar in that there were only 
very low levels of desire for increased expenditure. Simi-
larly, almost all of highways were quite safe, although 
apparently many still feel that more should be spent on im-
proving the safety features of highways. Thus, the results 
of the correlation analysis tend to be as expected, 
TABLE 22 
CORRELATION BETWEEN QUALITY 
AND DESIRE FOR EXPENDITURES 
67 
Correlation Sample Significance 
Item Coefficient Size Level 
Road Pavement Maintenance -.3646 865 .001 
Safety Features Of Highway 
-.1197 845 .001 
Traffic Law Enforcement -.1734 834 .001 
Traffic Signs And Lights 
-.5585 879 .001 
Street Lighting -.6393 869 .001 
Parking in Village Downtown -.4401 795 .001 
Bus Service 
-.1837 720 .001 
C&NW Railroad -.0822 599 .022 
Parking For C&NW Railroad -.5186 508 .001 
r 68 
~; 
'' 
The relationships between desired changes in expendi-
tures on roads, public transit, and bus services, and_the 
respective qualities was explored with detailed cross-tabula-
tions. No eccentricities in these data were found. 
Preferences and Demographic-Behavioral 
Characteristics 
It might be expected that there would be substantial 
differences in the desires for expenditure changes among 
different socio-economic groups as with modal choice behavior. 
It is therefore very important to examine the extent to which 
there are differences associated with income, age, and mode 
choice. 
Dealing first with the desires for expenditures in 
transportation as a whole, Table 23 presents the distribution 
of preferences for tax and associated transportation quality 
changes by income group. Treating first the answers with 
respect to consideration of higher taxes if transportation 
improved, it can be seen that the percentage of people who 
would consider this "under no circumstances" is much larger 
for the lower income groups than for the higher income group~. 
Similarily, the percentage of people who would consider higher 
taxes increases substantially with increases with income. With 
an income under $8,000, only 26% would consider higher taxes, 
while at incomes of $20,000 and above 64% would consider 
higher taxes. The situation is exactly the opposite with 
respect to lower taxes if the transportation system would be 
degraded. The fraction of people who would consider lower 
'"''"'=:'""".'""~·"""""'.~ 
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TABLE 23 
DISTRIBUTION OF PREFERENCES FOR TAX AND TRANSPORTATION 
QUALITY CHANGES AS PERCENTAGES WITHIN INCOME GROUPS 
Annual Higher Taxes If Lower Taxes If 
Income Transportation Improves Transportation Is Poorer 
Category 
of No No 
Respondent Circum- Circum-
In Dollars stances Maybe Yes stances Maybe Yes 
-
Under 8,000 47.2 26.4 9.7 36.6 29.6 12.7 
8,000 - 9,999 22.5 52.1 7.0 35.7 24.3 10.0 
10,000 - 14,999 32.5 53.4 8. 3 42.4 30.0 15.8 
15,000 - 19,999 25.4 61.1 8. 3 42.9 27.5 13.4 
20,000 And Over 22.7 63.7 9.2 56.2 22.2 6.2 
Percentage 
Marginals 29.1 55.2 8.5 44.1 27.4 12.6 
Missing Observations for Higher Taxes = 7, for Lower Taxes = 18 
°' 
'° 
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taxes "under no circumstances" increases with increasing 
income, .while the fraction who would consider this if they 
knew what the system changes were decreases with increasing 
income. In short, the higher one's income, the more likely 
he is to consider higher taxes if the transportation system 
is improved and the less likely he is to want to even con-
sider lower taxes if this means making the transportation 
quality poorer. 
The effects of income on preferences for road and 
public transport expenditures can be seen from Table 24 and 
Table 25, respectively. There seem to be no significant 
difference between the preferences for expenditures o.n either 
of these two modes as one's income changes, the fraction de-
siring any particular change remaining essentially stable 
throughout all income groups. 
In summary, higher income groups tend to favor in-
creases in expenditures more than lower income groups but 
there is no difference in their preferences for expenditures 
among modes. 
Among demographic characteristic which might be ex-
pected to influence people's response to questions regarding 
public expenditures is age. In particular, it might be ex-
pected that with very young people or very old people their 
desires for expenditures on public transit would be greater 
than average, because they would be more dependent upon the 
system; especially because states are becoming more restric-
tive in issuing driving licenses. Table 26 presents the 
TABLE 24 
DESIRED CHANGES IN ROAD EXPENDITURES 
BY INCOME GROUP 
Percentage of Group 
Annual Income 
In Dollars More Same Less 
Under 8,000 33.3 59.1 7.6 
8,000 
- 9,999 39.4 56.J 4.2 
10,000 
- 14,999 43.6 49.2 7.2 
15,000 - 19,999 46.3 49.2 4.4 
20,000 and More 44.2 51.J 4.5 
Percentage Marginals 43.3 51.0 5.7 
Missing Observations = 28 
71 
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TABLE 25 
DESIRED CHANGES IN PUBLIC TRANSIT EXPENDITURES 
BY INCOME GROUP 
Percentage of Group 
Annual Income 
In Dollars More Same Less 
Under 8,000 66.7 28.8 4.5 
8,000 
- 9,999 75.3 23.2 1.4 
10,000 
- 14,999 74.9 22.4 2.7 
15,000 - 19,999 75.3 22.2 2.5 
20,000 and More 69.6 29.1 1.4 
Percentage Marginals 73.4 24.1 2.4 
Missing Observations = 75 
72 
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TABLE 26 
DESIRED CHANGES IN TRANSIT SUBSIDIES 
BY AGE GROUP 
Percentage of Group 
Age 
In Years More Same Less 
16 - 21 7J.8 26.2 o.o 
21 - 25 7J.O 20.6 6.4 
25 - JO 68.5 28.J J.1 
JO - 35 66.7 26.7 6.7 
35 - 45 69.7 21.6 8.8 
45 - 55 53.7 J4.1 12.2 
55 - 65 65.0 25.0 10.0 
65 and Over 55.6 31.1 1J.4 
Percentage 
66.1 Marginals 26.4 7.6 
74 
percentage of people in each category who desire to spend 
"more", and "much more", the "same", or "less", arid "much less", 
on public transit subsidies. There seems to be a very high 
-level of desire for much more or more money to be spent on 
subsidies at the lower level, but this desire drops 
slightly as age increases. The percentage desiring the same 
expenditure as now remains more or less constant with age; 
and hence the percentage desiring less be spent increases 
slightly with age. This is quite contrary to what one might 
expect based on the usefullness of the modes to a person, 
but it might reflect a more general feeling among older 
people that taxes should be held at a minimum and that the 
means to do this is to avoid any increase in public expendi-
tures.; 
It might be expected that the person's use of a 
particular mode would influence his desire for expenditures 
for that mode. In particular if a person does make use of 
a mode it might be expected that he would desire money to 
be spent on that mode and not on other modes. 
With respect to road expenditures, Table 27 presents 
the preferences for changes in road expenditures as a func-
tion of whether or not one drives to work. This is measured 
by whether one frequently drives, occasionally drives, or 
never drives. It is interesting to note that people who 
occasionally drive desire much more money to be spent than 
do those people who frequently drive or who never drive. 
' 
This is rather unexpected result. It might be explained 
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TABLE 27 
DESIRED CHANGES IN ROAD EXPENDITURES 
BY WORK TRIP MODE 
Percentage of Group 
Frequency of 
Auto Use More Same Less 
Frequently 43.1 52.0 5.0 
Occasionally 60.0 JJ.J 6.7 
Never JJ.6 59.7 6.7 
Percentage 
Marginals 42.5 52.1 5.5 
Missing Observations = 269 
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by the fact that those who always drive have accepted road 
congestion and think that additional lane·s will be clogged 
as soon as they are opened. Those who occas~onally drive must 
at other times use other modes which they find quite attrac-
tive, and they feel that by greater expenditures on roads 
they would be made much more satisfied with road system while 
those who never drive to work desire expenditures to a lesser 
extent than others. Their desire for some expenditures is 
sensible because they undoubtedly use the roads for trips 
other than the work trip. 
Tables 28 and·29 present information on desires for 
public transport expenditures as a function of mode choice. 
Table 28 gives the desire for expenditures on parking for 
the C&NW Railway (the only expenditure which was highly 
desired with respect to railroad commuter service) as a 
function of whether it is possible to use the C&NW or not. 
Very slightly lower levels of expenditure are desired among 
those who cannot use the C&NW as opposed to those who can, 
but the difference is small. It should be noted that almost 
80% of the people feel they cannot use the C&NW and that the 
number of missing observations for these questions is almost 
half the sample size. Unfortunately there is no information 
on whether people actually use C&NW or other public transit~ 
again, this may be due to the fact that those who do not 
use the railway really have no feeling regarding the desir-
ability of increases in expenditures on it. 
Table 29 present-the desirability of expenditures for 
Possible to 
TABLE 28 
DESIRE FOR EXPENDITURES ON C&NW 
PARKING VS. POSSIBILITY OF USE OF C&NW 
Percentage Desiring 
Use the C&NW .. Change 
Railway 
Service More Same Less 
Yes 66.7 28.6 4.8 
No 53.6 40.9 5.4 
Missing Observations = 477 
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Percentage 
Marginals 
20.3 
79.7 
Possible to 
TABLE 29 
DESIRE FOR EXPENDITURES ON PUBLIC 
TRANSIT VS. POSSIBILITY OF USE OF C&NW 
Percentage Desiring 
Use the C&NW Quantity of Subsidy 
Railway 
Service More Same Less 
Yes 68.5 2J.6 7.8 
No 65.0 26.9 8.1 
Missing Observations = 296 
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l'ercentage 
Marginals 
15.0 
8.5.0 
79 
transit subsidy as a function of whether or not it is possible 
to use the C&NW Railway. The number of missing observations 
in response to these questions is somewhat less-only JJ%. 
There seem to be no differences whatsoever in the desire for 
a general subsidy to public transportation depending upon 
whether one can use or can not use the C&NW. The desire'for 
more subsidy is very strong on the part of approximately two-
thirds of each group. 
It would have been very desirable to ascertain the 
desire for expenditures for bus service, and the relationship 
with demographic characteristics as well as use or potential 
for use of the bus system. However, the questionnaire con-
tained no questions on desire for expenditures for bus ser-
vice alone (even though specific questions for C&NW are found) 
and no ques~ions on actual or potential for use of bus service. 
Conclusions 
On the basis of this survey and the analysis, it must 
be concluded that most people in the study area seem to de-
sire fairly substantial increases on expenditures for trans-
portation-both roads and public transit. The desire is 
stronger in the case of public transit, particularily for 
improved bus service and parking for the C&NW Railway. 
People definitely do not want money spent for new highways-
a clear indication that they do not want entirely new roads 
built-but do desire other improvements to the road system, 
such as more lanes and better traffic signals, which would 
improve the quality of the service and help to ease the 
present congestion on the highways. 
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Many people are willing to accept higher taxes, pro-
vided they know what the transportation improvements are and 
feel that they are worth the increase expenditure. Yet at the 
same time, a not insignificant fraction of the people either 
definitely desire lower taxes and poorer transportation. ser-
vice or would consider poorer transportation service if their 
taxes were lowered. Thus, people are flexible in their feel-
ings as to desired transport system changes and feel that they 
have the opportunity to evaluate any proposed mass changes in 
expenditures. 
CHAPTER VI 
FACTORS AFFECTING ATTITUDES TOWARD 
MODE CHOICE 
Introduction 
The purpose of this section is to examine the attitudes 
of people toward characteristics of automobile and public tran-
sit which may influence their preference for one mode over 
another, and to identify relationships between those attitudes 
and characteristics of the people and their behavior. It is 
expected that situational characteristics such as income, age, 
possession of a driver's license, automobile ownership, use 
of car for part or all of one's trip to work, possibility of 
use of the C&NW, would influence attitudes toward modes and 
their characteristics. Question 9 is stated thusly: 
Experts have proposed the following reasons for why people 
choose to' drive to work. How important do you think each 
of these reasons are? (Base your answer on your experi-
ience· if you drive to work; if you do not, base your 
answer on what you think is important to your neighbors.) 
The question elicited information on the relative importance 
in the eyes of the respondents of twenty various characteris-· 
tics of modes of transportation. These characteristics are 
characteristics which apply to any mode, such as whether or 
not one fs <;ertain to obtain a seat; although obviously at 
the present time one of the two primary urban transportation 
modes might have a more favorable quality in terms of each 
factor than the other.~ In this particular case of obtaining 
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a seat, clearly the automobile in general would be preferred 
to public transport, for one is absolutely certain to obtain 
a seat in one's own automobile. Information on the importance 
of each of these qualities is very desirable because it would 
indicate the kinds of characteristics which any mode of trans-
portation must have in order to attract persons to use it. 
This is particularly valuable information at a time when many 
proposals for expenditures of large amounts of public money 
are being made for transportation system improvements-espe-
cially on public transportation. 
The means used to measure the relative importance of 
these factors was a five level scale of importance. The 
possible responses for each question (each question dealing 
with one quality only) were: very important, important, 
average, unimportant, and very unimportant. In the following 
analysis, the data will be presented in terms of the percent-
age who felt that the factor was important or very important. 
The higher this percentage, the more important relative to 
other qualities was the particular quality in question. 
The results of this ranking procedure are shown on, 
Table JO. The twenty factors are ranked from the most imi 
portant, freedom to choose the time of departure, to the 
least important, the ability to smoke. 
Further analysis began with calculation of the Pear-
son's Correlation Coefficients between all possible pairs of 
the twenty variables to discover if there were any clusters 
of variables. These are shown in Table 31. From this 
r 
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TABLE JO 
RELATIVE IMPORTANCE OF FACTORS INFLUENCING 
USE OF AUTOMOBILE FOR THE WORK TRIP 
·BJ 
Rank of 
Importance 
Composite 
Characteristics (% Important)* Factors 
1 Freedom to Choose Time of Departure (77%) 
2 Protection from the Elements (69%)~---------------. 
J No Alternative Exists (65%) 
-- 4 Freedom of Movement at Destination ( 61%) 
5 Comfort (54%)~-~--~~~~~~~~~~-~~ 
1---- 6 Freedom to Choose Own Route ( 5J%) Physical 
Comfort 
7 No Transfers (52%) 
--- 7. J Freedom of 
Movement 
8 Job Requires Car During Work (50%) 
9 Lack of Crowdedness (47%) 
10 Sure to Get A Seat (46%) 
11 Safety (4J%) ---------~--~~~--J 
'-+--12 Travel at Ones Own Speed (J7%) 
13 Never Considered Alternative to Car (34%) 
14 
15 
Freedom from Whims of Others (32%) 
Sure to Get Money Out of Car (JO%) 
15.3------------------~--------------------- Psychological 
**16 Riding With People You Like (28%) 
**17 Radio (26%) 
**18 Enjoys Driving (26%) 
**19 Privacy (26%) 
20 Smoking (22%) 
* Percent responses very important or important. 
** All equal in relative importance. 
Comfort 
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TABLE 31 
CORRELATION AMONG IMPORTANCE RATINGS OF MODAL CHARACTERISTICS 
Comfort 
Privacy 
Protection 
From Elements 
Riding With 
Those Liked 
No Transfers 
Get Value 
From Car 
Enjoy Driving 
Freedom To 
Smoke 
Choose Own 
Route 
Travel At 
Own Speed 
Never Consid-
ered Alt. 
No Alternative 
Freedom of 
Movement-Dest • 
. Safety 
Radio 
Seated 
Job Needs Car 
Free of Whims 
of Others 
Departure 
Freedom 
Uncrowdedness 
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continued on the next 
page. 
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.218 .223 
.297 .325 
.216 .249 
.270 .222 
.272 .220 
.294 .288 
.365 .)40 
.281 .289 
.552 
TABLE J1, CONTINUED 
CORRELATION AMONG IMPORTANCE RATINGS OF MODAL CHARACTERISTICS 
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Comfort .067-.033 .167 .328 .211 ,321-.024 .234 .144 ,373 
Privacy .141-.018 .276 .298 .271 ,320 .066 .407 .177 .432 
Protection 
From Elements .109 .020 .227 .347 .190 ,306-.075 .283 .256 .360 
Riding With 
.124 .041 .254 .417· .046 .343 .402 Those Liked .133 .353 .070 
No Transfers .113 .116 .206 .250 .203 .407 .057 ,332 .234 .348 
Get Value 
t From Car .182 .013 .197 .428 .259 .324 .006 ,351 .133 .341 Enjoy Driving .157-.034 .206 ,395 .373 .277 .020 .290 .142 .337 
Freedom To 
Smoke .159 .ooo .130 .144 .298 .252 .059 .231 .131 .266 
Choose Own 
Route .174 .026 .362 .299 .262 .344 .096 .384 .298 .362 
Travel At 
Own Speed .149 .045 .298 .266 .272 .319 .045 .355 ,332 .357 
Never Consid-
ered Alt. .168 .126 .167 .065 .136 .008 .160 .061 .129 
No Alternative .. -024 .028 .024 .094 .045 .077 .039-.011 
Freedom of 
Movement-Dest. .216 .189 .218 .368 .311 .408 .275 
Safety .294 .376-.035 .319 .150 .426 
Radio ,386-.001 .312 .189 .348 
Seated .050 .422 .261 .595 
Job Needs Car .082 .190 .041 
Free of Whims 
of Others .278 .491 
Departure 
Freedom .291 
Uncrowdedness 
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analysis, to be explained in detail below, emerged the follow-
ing eight variables: 
No transfers 
Freedom to choose time of departure and return 
Job requires use of car during working hours 
Never considered alternatives 
No other alternative exists 
Physical comfort 
Psychological comfort 
Freedom of movements 
The last three variables are each composed of many variables. 
Comfort, protection from the elements, and safety are a 
cluster now termed physical comfort. The following variables-
privacy, riding with people you like, getting one's money's 
worth out of one's car, enjoyment of driving, freedom to smoke, 
radio, sure to get a seat, freedom from whims of others, and 
lack of crowdedness-are a cluster referred to now as psycho-
logical comfort. Freedom to choose your own route, freedom 
to travel at your own speed and freedom of movement at desti-
nation are a cluster now referred to as freedom of movement. 
The clustering was achieved by first considering as 
one variable the two with the highest correlation coefficient, 
then the next highest correlation coefficient and so on. The 
process was terminated arbitrarily at eight resulting varia-
bles, but all correlations not used up to this point were 
quite low, so this seemed to be a natural termination point. 
Also, the resulting clusters seemed reasonable in the sense 
of similarities of components. Here also was used in analysis 
the percentage of responses who felt the factor very impor-
tant, important, and average. 
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The eight variables will first be examined in terms 
of any effect which situational characteristics may have on 
them. The situational characteristics available in the data 
area 
Income 
Age 
If one has a driver's license 
Number of automobiles in the household 
If the car is used for part of the work trip 
If the cars used for all of the work trip 
Whether one can use the C&NW for work 
Then these variables will be looked at in relation to the 
results of two prior chapters, dealing with quality and 
desired expenditures on transportation, in order to find if 
there exists any probably relationships between (1) attitudes 
toward characteristics of modes and (2) attitudes toward 
quality and toward expenditures for different modes. For 
convenience of the reader, Table J2 summarizes the variables 
to be used in this analysis, including the component elements 
of the composite variables. 
The Effects of Situational Characteristics on Attitudes 
The first section will look at situational character-
istics and the eight variables referred to previously to see 
if there exists any sort of relationship between the two. 
Each situational characteristic will be separately analyzed 
and any interesting relationships will be discussed. 
Income 
One might think that income would have a substantial 
effect on attitudes toward the various mode charact~ristics, 
TABLE 32 
ORIGINAL AND COMPOSITE VARIABLES 
OF MODAL CHARACTERISTICS 
Original Variables (Used as in Questionaire) 
No Transfers 
Departure Freedom 
Requirement of a Car for On~s Job 
Never Considered an Alternative to Driving 
No Alternative Existing to Driving 
Composite Variables 
Physical Comfort 
Psychological Comfort 
Freedom of Movement 
Original Variables 
Comfort 
Protection From the Elements 
Safety 
Privacy 
Riding With People You Like 
Getting One~ Money Out of Car 
Enjoy Driving 
Freedom to Smoke 
Radio 
Certainty of Getting a Seat 
Freedom From Whims of Others 
Lack of Crowdedness 
Freedom to Select Route 
Freedom to Select Speed 
·aa 
Freedom of Movement at Destination 
r 
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for as income increases one could afford to be more concerned 
with "luxury" items as reasons for selection of the automobile 
as the work trip mode. The data are presented in Table 33. 
The importance of departure freedom, and of no alternative 
(to driving or use of automobile) increases with income, and 
the impor~ance of job requiring a car increases except for a 
drop at the lowest income levels. If the $8,000 to $9,999 
level is ignored, the importance of never considering an 
alternative increases also. But the three comfort variables 
(composite variables) do not show'any stable relationship to 
income. This is inexplicable. The importance of no transfers 
varies, perhaps indicating other characteristics, such as age, 
nature of job as it relates to, for example carrying work 
home, etc., underlies this. Income does not seem as important 
as would be expected. . . 
Analysis reveals that there is a strong relationship 
between age and the modal variables. Table .J4 indicate.s that 
. in the 16 to 21 age category no transfers seems less important 
than in other age categories. This probably reflects the fact 
that younger people tend to be less inconvenienced by the 
total process of transferring. One would suspect that as age 
increases the importance of physical comfort would increase, 
yet the data in Table 35 do not reveal this. Psychological 
comfort drops in importance with age, except for those over 
55 years of age. 
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TABLE 33 
PERCENTAGE FEELING FACTOR IS IMPORTANT IN MODE CHOICE 
VS. ANNUAL INCOME 
Annual Income in Dollars 
All Missing 
Under 8 to 10 to 15 to 20,000 Respon- Obser-
Attitudes 8,000 9,999 14,999 19,999 or More dents vat ions 
No 
Transfers 53.1 41.2 53.9 54.1 44.7 51.2 39 
Departure 
Freedom 27.3 18.6 32.6 34.9 34.4 32.1 18 
Job Needs 
Car 55.0 38.6 45.5 53.8 59.7 50.6 32 
Never 
Considered • 
Alternative 53.7 60.6 56.2 57.4 62.1 57.8 82 
No 
Alternative 35.1 44.9 45.8 49.2 46.5 46.1 58 
Physical 
Comfort 51.3 53.6 59.0 59.9 55.2 57,5 6 
Psycho-
logical 
Comfort 68.1 64.8 68.2 65.4 60.2 65.7 6 
Freedom of 
Movement 58.3 53.5 56.0 57.5 57.6 56.7 6 
l 
TABLE 34 
PERCENTAGE FEELING FACTOR IS IMPORTANT IN MODE CHOICE 
BY AGE GROUP 
Age In Years Missing 
65 or Margin- Obser-
Attitude 16-21 21-25 25-30 30-35 35-45 45-55 55-65 Over als vat ions 
-
No Transfers 30.3 50.0 55.8 51.0 52.8 52.8 47.5 58.7 50.9 37 
Departure 
Freedom 20.6 34.8 35.4 33.8 32.2 32.0 30.6 27.7 32.1 16 
Job Needs Car 52.2 44.6 50.4 46.6 54.o 55.1 44.1 56.8 51·. 0 30 
Never 
Considered 
Alternative 66.2 57.1 55.0 55.7 55.7 62.0 51.9 54.8 57.7 80 
No 
Alternative 30.8 46.9 44.4 45.8 49.8 47.9 51.8 45.5 46.2 56 
Physical 
Comfort 66.1 57.6 62.4 56.6 54.o 61.1 53.2 47.1 57.5 5 
Psychological 
Comfort 73.6 80.3 72.3 64.7 60.2 59.6 65.7 65.7 72.6 5 
Freedom of 
Movement 60.3 63.6 62.3 52.6 56.6 53.4 45.3 59.8 56.4 5 
\,() 
..... 
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Also seen is the fact that younger people feel that 
never considering an alternative is a more important consid-
eration in mode choice than older people. This could be 
explained by younger people not going out of their way to 
even find out whether public transport alternatives exist. 
This surely reflects the widespread availability of automo-
biles during the entirety of their lives. The area has such 
high household income that there is no necessity for the 
younger people to depend upon mass transit. On the other 
hand, the older people probably did have to use public trans-
port years ago, and perhaps are in the habit of informing 
themselves about such services even if they do not use them. 
Similarly, freedom of movement at destinations is more impor-
tant for younger persons. Again, behavior patterns of older 
people may have caused them to adjust destinations to those 
convenient to public transport. 
Possession of Driver's License 
There seems to be little, if any, obvious relation-
ship to be expected between one's having a driver's license 
and one's attitudes toward characteristics of travel. How-
ever, there may be some interwoven relationship of license 
possession and the other situational characteristics, for 
Table 35 reveals many differences between those who have 
and do not have a driving license in the importance of vari-
ous attitudes. Transit captives, those who do not have a 
license, feel no transfers, job needs a car, and (slightly) 
' freedom of movement at destination, are more important than 
r 
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TABLE 35 
PERCENTAGE FEELING FACTOR IS IMPORTANT IN 
MODE CHOICE VS. POSSESSION OF DRIVING LICENSE 
Possession of License Missing 
All Obser-
Attitudes Yes No Respondents vat ions 
No Transfers 50.5 55.4 51.1 36 
Departure 
Freedom 33.2 24.3 32.1 15 
Job Needs Car 50.0 55.4 50.7 29 
Never Consider-
ed Alternative . 58 .o 56.3 57.8 79 
No Alternative 46.4 42.9 45.9 55 
Physical 
Comfort 58.0 55.5 57.6 3 
Psychological 
65.5 Comfort 65.5 65.5 3 
Freedom of 
Movement 56.5 58.0 56.5 3 
r 
those who can drive. Perhaps this indicates that those who 
actually must use transit feels its effects more negatively 
than those who probably drive for most of their trips. 
Departure freedom, no alternative, and physical com-
fort all drop in importance for those dependent on transit. 
There seems to be no apparant explanation for the difference 
in attitudes toward these as opposed to the other factors. 
Automobile Ownership 
It appears as though there is generally a strong rela-
tionship between the number of automobiles owned an approxi-
mate measure of automobile availability-and the modal vari-
ables. As shown in Table J6, the more cars owned the more 
one feels that the variables are important, with the exception 
of "no transfers" and "job needs car". The larger amount of 
automobiles per family may indicate an obvious tendency 
toward considering all the variables an important reason for 
mode choice since the variables do have a tendency of apply-
ing more to an automobile than to mass transit. The variable 
"no trai sfers" exhibits no relationship. "Job needs car" 
drops in importance with car ownership. This may be explained 
by a feeling that one could use a taxi if his job really 
required an automobile-something that high income people might 
feel, and generally income and automobile ownership are 
correlated. But the data on income do not bear this out, 
for there the importance increases. 
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Use of Car Part of Work Trip 
As can be seen from Table 37 there seems to be some 
relationship between auto usage and attitudes, especially 
those of psychological and physical comfort, departure free-
dom, and no transfers. There seems to be an increase in 
importance with a decrease in driving, except for departure 
freedom. Perhaps this increase in importance is due to 
persons who never drive experiencing situations of poor 
physical or psychological comfort while those that drive not 
being aware of them because of the hypothetical nature of 
transit use to the motorists. 
Those who frequently use the automobile or never use 
it attach higher importance to freedom of movement.than 
those who occasionally use the automob'ile. This could in-
dicate that those who frequently use the automobile value 
freedom of movement highly and hence respond the way they 
do, and those who never use the automobile perhaps miss the 
freedom of movement at destination and hence feel it is still 
important. However, those who occasionally drive presumably 
have a car available but by choice use public transit whe~ 
convenient. Whenever they desire freedom of movement or 
any other types of freedom they simply choose their automo-
bile, therefore in effect using the freedom provided by the 
automobile. 
Never considering an alternative drops in importance 
with decreasing auto use. This makes sense, for those who 
do use public transit (some or all the time) probably can 
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r TABLE 37 ' r.-
PERCENTAGE FEELING FACTOR IS IMPORTANT IN MODE CHOICE 
vs. USE OF CAR FOR PART OF WORK TRIP 
Use of Auto 
All Missing 
Fre- Occa- Respon- Obser-
Attitudes quently sionally Never dents vations 
No 
Transfers 46.1 47.6 59.0 48.4 273 
Departure 
Freedom 34.4 20.9 23.1 31.3 258 
Job Needs 
Car 42.5 . 58.5 64.5 47.3 265 
Never 
Considered 
Alternative 59.1 50.0 48.5 56.7 298 
No 
Alternative 48.5 37.5 48.1 47.7 281 
Physical 
Comfort 55.9 50.0 63.0 56.7 256 
Psycho-
logical 
Comfort 61.7 70.5 65.8 63.0 256 
Freedom of 
Movement 54.7 52.3 60.2 55.4 256 
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not imagine someone never considering it as an option. 
Similarly, the increase in importance of job needing a car 
may be due to transit users feeling that motorists are often 
forced to use their cars, but would use transit if they could. 
Use the Car for All of Work Trip 
The answers to this question (above in Table 38) are 
almost identically distributed as the answers to the previous 
question. This is as ~xpected, because almost all those who 
choose to drive at all drive all the way. Thus, the two 
responses would be expected to be identical. 
Possible to Use the C&NW 
The percentage of respondents who say it is possible 
to use the C&NW for work is small as compared to what one 
might expect, as shown in Table 39. Also, there appears to 
be a large number of missing observations. This may be d~e 
to a widespread lack of knowledge of the C&NW, since usage 
., 
among those interviewed is small. 
There is some variation in importance with the possi-
bilities of using the C&NW, though. Almost all items de-
crease in importance as the possibility of usage increases. 
The exceptions are "no transfers," "departure freedom," and 
"job requires a car". This is as might be expected, for 
these are characteristics which definitely make the railway 
less attractive, so one would expect there those who can 
(most of whom do) use the C&NW consider them less important. 
The other comfort and convenience items may be such that the 
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TABLE 38 
PERCENTAGE FEELING FACTOR IS IMPORTANT IN MODE CHOICE 
vs. USE OF CAR FOR ENTIRE WORK ~RIP 
Use of Auto 
All Missing 
Fre- Occa- Respon- Obs er-
Attitudes quently si.onally Never dents vat ions 
No 
Transfers 46.o . 48.8 56.3 48.2 277 
Departure 
34.3 31.6 262 Freedom 27.3 23.0 
Job Needs. 
Car 42.7 55.8 59.9 46.9 268 
Never 
Considered 
Alternative 59.0 54.8 49.6 56.9 302 
No 
Alternative 50.2 39.0 42.4 47.9 284 
Physical 
Comfort 56.5 53.3 58.2 56.6 260 
Psycho-
logical 
62.5 68.8 Comfort 62.3 63.0 260 
Freedom of 
Movement 55.8 53.3 53.3 55.1 260 
TABLE 39 
PERCENTAGE FEELING FACTOR IS IMPORTANT IN 
MODE CHOICE VS. ABILITY TO USE C&NW 
Possible to Use C&NW 
All 
Attitudes Yes No Respondents 
No Transfers 56.2 47.5 48.7 
Departure 
34.4 Freedom 31.2 31.7 
Job Needs Car 51.1 46.2 46.9 
Never 
Considered 
Alternative 51.1 58.1 57.1 
No 
Alternative 32.2 50.7 48.o 
Physical 
49.5 56.7 Comfort 58.0 
Psychological 
64.7 63.0 Comfort 52.7 
Freedom of 
Movement 46.3 56.5 55.0 
100 
Missing 
Obser-
vat ions 
271 
256 
262 
297 
279 
251 
251 
251 
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railroad user would feel the train is at least as good if not 
better tban the auto. 
Conclusions 
As has been seen from the analysis, situational char-
acteristics seem to be correlated with these eight attitudinal 
variables: no transfers, departure freedom, job needs car, 
never considered alternative, no alternative, physical com-
fort, psychological comfort, and freedom of movement. A 
summary of these relationships is presented in Table 40, in 
which the correlations are presented. The relationship be-
tween four modal attributes and situational characteristics 
is strange; these are marked with an asterisk. Although 
there are variations .within each category of each situational 
characteristics, the variations are not extreme. As dis-
cussed in detail in the previous sections, these relation-
ships can be explained for the most part. 
This analysis does present one very interesting con-
flict though. It appears that as income increases, the im-
portance attached to psychological comfort decreases, while 
as automobile ownership (which usually is correlated posi-
tively with income) increases and one tends to have a license, 
one tends to attach more importance to psychological comfort. 
Further, it would be expected that ·the more people use their 
automobiles for work the more they attach importance to 
psychological comfort. Yet these are not confirmed by the 
data, in which there seems to be no stable effect of variables 
Attitudes 
No 
Transfers 
Departure 
Freedom 
Job Needs 
Car 
Never 
Considered 
Alternative 
No 
Alternative 
Physical 
Comfort 
Psych-
ological 
Comfort 
Freedom of 
, Movement 
i02 
TABLE 40 
CORRELATIONS BETWEEN SITUATIONAL 
CHARACTERISTICS AND ATTITUDES 
Has 
Income Age License 
.02 -.07 :- •OJ 
-.07 -.01 .06 
-.09 -.OJ -.04 
-.OJ .02 .01 
-.05 -.07 .02 
.01 -.OJ .oo 
... ,o4 
-.09 -.01 
.01 -.05 •OJ 
Auto 
Owner-
ship 
.05 
-.OJ 
-.01 
-.12 
-.02 
.05 
.05 
,09 
Use Car 
Part of Use Car 
Work for Can Use 
Trip Work C&NW 
-.09 -.OB .06 
.10 .10 .02 
-.17 -.14 •OJ 
.09 .OB -.05 
.01 .07 - .1J 
• OJ -.02 .09 
.04 -1101 .06 
.02 -.02 .OB 
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associated with the use of the automobile and the importance 
attached to the psychological comfort variable. 
One possible explanation is that as income rises, 
people seem to be more aware of how they are supposed to 
feel or act based on society's norms, and in this survey they 
have felt that they should be more indifferent to things which 
are less desirable on transit than in the automobile, such as 
comfort characteristics. 
Now that we have seen the relationships between situa-
tional characteristics and attitudinal variables (though not 
as strong as one would have expected), we will return to the 
discussion of the attitudes of 'the quality of transportation 
and the desires for expenditures to determine what relation-
ships might exist between these. 
Relationships Between Qyality 
Attitudes and Expenditures Preferences 
How a person feels about certain aspects of mode con-
venience may have an effect-to what degree is- uncertain-on 
one's mode choice. The previous section has shown that the 
importance of the eight variables-no transfers, departure 
freedom, job needs car, never considered alternative, no 
alternative, physical comfort, psychological comfort, and 
freedom of movement-seem to be associated with situational 
characteristics, such as income and age. In this second part 
of _this chapter we shall examine the relationship between a 
person's attitudes and his perception of the quality and 
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expenditures desired on roads and public transit. 
In retrospect it should be recalled that the group 
interviewed felt the quality of roads much better than that 
of mass transit, with the one exception of the C&NW Railway 
(a commuter service to Chicago). With respect to expendi-
tures, the group wished greater expenditure on both roads 
and public transit. However, on roads they preferred im-
provements to existing roads rather than entirely new roads. 
In analysing the correlations of attitudes toward 
mode characteristics to opinions of quality and expenditure 
desires, Tables 41 and 42 will be used. In these tables, 
the numerical values of correlations are not presented. 
Rather, a zero is used to indicate no correlation (signifi-
cant at the .001 level) was found, a plus to indicate a 
positive correlation (significant at .001) and a minus sign 
to indicate a negative correlation (significant at .001 
level). Thus, of the eight attitudes variables only two, 
physical and psychological comfort, display substantial 
associations. Both physical comfort and psychological com-
fort are correlated with desires for more money to be spent 
on roads (for projects such as increased lanes, maintenance 
of existing roads and street lighting). An interesting 
point is that when expenditure desires of the group were 
analyzed in Chapter V it was seen that few desire more money 
to be spent on building new roads. Yet in this analysis, 
there is a negative correlation between psychological comfort 
and desiring more money to be spent on new roads. Also re-
TABLE 41 
SIGNIFICANT CORRELATIONS BETWEEN ATTITUDES 
AND TRANSPORTATION QUALITY 
Modal Characteristics 
Q) Q) 
'O !> !> 
ti.) Q) ti.) Q) •r-1 •r-1 
~ H 'O H+' +:> .--I 
<I> ::s s Q) a> ro ro ro +:> I .--I +:> 
Ct-t +:> 0 Q) H~ e i::: o H o ro H ti.) ~'O z H •r-1 0 ..c:oo § ro a> Q) ti.) Q) Q) ti.) Ct-t 0 • .; Ct-t Quality Ai Q) ,o H !> i::: +:> +:> ~s ~ tUl s o H a> H o ro Q) 0 .--I 0 .--I ..c: 0 rooo Feature z~ ~ l1l ~o Zo< Z< P-io l1i .--I 0 
---
Road Pavement 
Maintenance 0 0 0 0 0 0 0 
Safety of 
Highway Design 0 0 0 0 0 0 0 
Traffic Law 
Enforcement 0 0 0 0 0 0 0 
Traffic Signs 
and Lights 0 0 0 0 0 0 0 
Street 
Lighting 0 0 0 0 0 0 0 
Parking in 
Respondent's 
Village 
Downtown 0 0 0 0 0 0 0 
Bus Service 0 0 0 0 0 0 
C&NW Service 0 0 0 0 0 0 + 
Parking for 
C&NW 0 0 0 0 0 + 0 
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Ct-t 
0 
+:> 
s i::: 
0 Q) 
'O s 
Q) Q) 
Q) !> Ho 
l1l ::s 
0 
0 
0 
0 
0 
0 
0 
0 
0 
Note: A zero indicates no significant correlation. A plus 
sign indicates a significant positive correlation, 
and a minus sign 
correlation. 
indicates a significant negative 
TABLE 42 
SIGNIFICANT CORRELATIONS BETWEEN ATTITUDES 
AND DESIRED EXPENDITURE CHANGES 
Modal Characteristics 
Q) Q) 
tj :> :> 
(/) Q) (/) Q) ·r-i •r-i 
H H tj H.P .p rl 
Q) ;j s Q) a> ro ro ro .P I rl .P 
ct-I .p 0 Q) H~ E ~ o H o ro H (/) H'd z H •r-i 0 ..c:: (.) 0 
Type of § ro a> Q) (/) Q) Q) ti) ct-I (.) •r-i ct-I Pi Q) ..0 H :> ~ .p .p ~s ~ tUl s 
Expenditure o H a> H o ro Q) 0 rl Ori ..c:: 0 ti) 0 0 ZE-1 A~ 1-:> 0 zo< Z< P-to P-trlo 
Maintenance on 
Existing Streets 0 0 0 0 0 
Traffic Signs 
and Lights 0 0 0 0 0 0 
Better Street 
Lighting 0 0 0 0 0 0 0 
Increasing Lanes 
on Some Roads 0 + 0 0 0 
Building 
New Roads 0 0 0 0 0 0 
Parking in 
Downtown 0 0 0 0 0 0 0 
Parking for 
C&NW + + 0 0 0 0 
Safety Reatures 
on Streets 0 0 0 0 0 0 0 
Roads and 
Highways 0 0 0 0 0 
Public 
Transit 0 0 0 0 0 0 0 
Higher Taxes -
Improvements 0 + 0 0 0 0 0 
Lower Taxes -
Poorer Service 0 0 0 0 0 0 0 
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ct-I 
0 
.p 
s ~ 
0 Q) 
tj s 
Q) Q) 
Q) > HO 
~:as 
0 
o· 
0 
0 
0 
0 
0 
0 
0 
0 
0 
0 
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vealed is the fact that as incomes rise, people are more 
willing to pay higher taxes for improved transit -- an indica-
tion of possible awareness of psychological variables and 
desires and ability to afford those attitudes. 
The second major observation from this data is that 
. 
there was a high positive correlation of attitudes with 
physical comfort and low ones with the quality of parking 
for the C&NW, and a negative correlation with the amount of 
money desired 'to be spent on it. This is as would be expected, 
for as existing quality increases, less should be spent on 
improvements. (As noted earlier, although public transit has 
been rated very poor in quality, the C&NW was not.) Also 
observed is a positive correlation between the importance of 
no transfers and wishing· more money to be spent on the C&NW 
parking. 
A possible explanation is that although parking at the 
C&NW implies transfer to the train_, people may truly be only 
negatively inclined toward transfer between transit modes 
(usually required a wait, etc.) and the pattern of answers 
reveals that people want more parking to provide better auto-
mobile access to the train as opposed to bus or taxi access. 
Apparently this means that the service is considered high in 
quality even among those who feel psychological comfort is 
an important reason for choice of automobile. There was a 
positive correlation between the importance of psychological 
comfort and the quality of the C&NW service. 
r 
io8 
Conclusion 
As has been seen, there are some variations in the 
relative importance of modal characteristics which are highly 
• 
correlated with situational characteristics and behavior. 
Also, desires for expenditures exhibit regularities with 
these characteristics and behavior. However, the variations 
in attitudes toward modal characteristics are small and not 
significantly different among socio-economic groups. This 
surely reflects the homogeneity of the area surveyed in which 
· almost all people have high incomes and have access to an 
automobile. 
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CHAPTER VII 
CRITIQUE OF THE QUESTIONNAIRE 
Introduction 
In the analysis of the results of this survey, a 
number of major weaknesses of the questionnaire and the 
survey sample were uncovered. The purpose of this chapter 
is to discuss these weaknesses, so that in any future re-
search using similiar types of questions and a similiar 
survey population these weaknesses can be avoided at the 
outset. The critique will be in terms of the sample popula-
tion, the types of questions asked, difficulties with spe-
cific questions, and finally ge~~ral conclusions. · 
Survey Sample 
Although the purpose of this survey was to learn more 
about people's attitudes and behavior with respect to the 
choice of mode for the work trip, the sample population was 
apparently not chosen to reflect this purpose. The sample 
population included anyone who happened to be at a selected 
home during the period the questionnaire was applied• Thus 
there was no assurance that the person surveyed was one who 
actually engaged in a work trip, or for that matter who 
actually had a choice of mode. Hence many questions had to 
be asked in terms of both how one actually behaves in his 
work trip travel, if any, or if not, how one thinkgs others 
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behave. Clearly information gained via the latter means 
would not be nearly as useful as information obtained direct-
ly from workers themselves. Unfortunately, the nature of the 
survey questions were such that it is not possible to sepa-
rate the responses into those who actually engaged in a work 
trip and those who do not. 
The result of this was that the sample responses 
probably were very much biased in favor of persons who do 
not actually engage in work trip travel. Also, as has been 
noted in previous chapters, the number who actually used mass 
transit of one sort or another to go to work was extremely 
small-approximately 8%. Since it was desired to obtain 
information on those who engaged in work trip travel via 
mass transit, a stratified sample which included more intense 
surveying of those actually using mass transit would have 
been appropriate. 
Types of Questions 
Many of the questions used in this survey were es~en­
tially attitudinal ones, in which a person was asked for his 
perception of a certain quality of the transportation system 
\ 
or his attitudes toward the importance of the various qual-
ities. Far too many of these questions were asked in terms 
of undefined and ambiguous characteristics or qualities, 
such as comfort or safety. These were not defined, yet 
obviously there are many aspects of comfort or safety. For 
example, comfort might be interpreted by one person in terms 
of purely physical comfort, while others might interpret it 
in terms of a feeling of well-being and hence more of a 
psychological comfort. Similarly, safety might refer to 
the safety of a system from the standpoint of the vehicle 
being involved in an accident, or alternatively from the 
standpoint of a person being attacked or otherwise molested 
during his trip. Because of these ambiguities, it is often 
nearly impossible to interpret the precise meaning of the 
responses. In the future, clearly such general system 
·Characteristics as comfort and safety must be broken down in 
to component parts, within which there can be little ambi-
guity. 
In contrast to these examples, a few of the attitudinal 
questions were in terms of qualities about which there can be 
little doubt as to the meaning. Examples of these were the 
questions related to the availability of music, the avail-
ability of seats, etc. 
Many of the attitudinal questions really dealt with 
factors toward which an attitude seems rather irrelevant or 
ill-defined. For example, if a person needs a car during 
the course of his work, regardless of his attitude toward 
the car he must use the car for the work trip. Hence it 
makes little sense to question his attitude toward this 
requirement. A similiar condition exists with respect to 
the existence or non-existence of an alternative to the 
automobile for his work trip. These characteristics of a 
person's modal choice alternatives should be treated in a 
• 
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manner differently than the manner used to treat attitudes 
toward other system qualities. 
In a similiar manner, the possible responses to many 
questions were rather ambiguous. Particularly good examples, 
are the questions related to a person's mode choice to work, 
in which he was asked whether he drives frequently, occasion-
ally, or never. A much better set of possible responses 
would be whether or net he drives all the time, some of the 
time, or never. These three terms are much less ambiguous 
in their meaning than the former. 
A major omission of the study was information on the 
actual behavior of the respondents. Very little precise and 
useful information was available on the actual mode choX.Ce 
of the respondents. Rather, the analyst had to rely upon 
interpretation of questions related to frequency of use of 
the automobile. Also, no information was available on 
whether the respondent was male or female, or what occupa-
tion the person had. Also, no information was avaiiable on 
where the respondent worked, and it's relative position with 
respect to public transit. Finally, no information was ob-
tained on whether or not parking was available at the or 
near the persons work place, or the influence this might 
have had on his mode choice. Thus, a great deal of informa-
tion which one would like in order to analyze attitudes 
toward mode choice was simply not available and of course 
could not be constructed after application of the questionn-
aire • 
i1J 
Another major weakness of this study in terms of the 
types of questions asked seem to be the almost total ignoring 
non-peak or non-work trip travel. This is particularly 
troublesome in that a major focus of the study was on public 
transportation, and without non-peak period trips public 
transportation systems are generally not economically viable. 
Fully two-thirds of all trips in metropolitan Chicago are non-
peak period, non-work trips, and these simply should not have 
been ignored. In fact, had some differentiation by trip type 
and time been made, the respondents who were not workers 
(probably mostly housewives and some children) would have been 
much more useful since they would largely be dealing with this 
type of trip. 
Specific Questions 
The Appendix contains the entire questionnaire. The · 
reader may ref er to that appendix for the specific questions 
to be discussed here, which will be discussed in terms of 
their general characteristics. 
Questions dealing with the desires of the people re-
garding greater or lesser expenditures on transportation of 
various sorts were particularly poorly worded. The questions 
were extremely long, and required considerable study to fully 
understand. As pointed out in Chapter IV, there were a large 
number of wholly inconsistent answers indicating that these 
questions did not illicit accurate responses. 
The portions of questions dealing with the quality 6f 
transportation system left many aspects uncovered. There 
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were no questions on parking quality or adequacy in the 
central business district, nor were there any questions on 
the nature of the services about which people were respond-
ing. For example, there were no questions on whether or not 
persons could use the bus, or in what trip making context 
they were evaluating the bus transportation system. Further, 
there were no specific questions on exactly what modes a 
person used for what trip. 
There were various questions (question 8) which dealt 
with the potential for use of various modes, in particular 
bicycle and bus service, which might pass through the com-
munities. These questions were extremely general, and did 
not deal with the potential for use of the service of the 
particular type of trips, particular times of the day, or for 
particular destination. Obviously without specifity the 
respondent would have difficulty in correctly answering the 
questions, and the results are subject to considerable 
ambiguity. 
There we:remany omissions in the questions (as in 
question J) on desires for expenditures for various modes 
and contexts. In particular, there were no questions on 
desired expenditures on the railroad as suqh, (as opposed to 
parking), or on central business district parking, or on 
suburban bus service. 
Conclusions 
In summary, there were many difficulties associated 
with the survey questionnaire and the sample population. 
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The data were clearly gathered in order to yield general 
information on mode choice behavior and attitudes toward 
various types of transportation improvements. As a result, 
the study was probably far too general to yield information 
which would be useful in evaluation of any particular public 
policy or expenditure decision. In the future, it would be 
more appropriate to conduct studies which are directed to 
answer specific questions related to particular kinds of 
transportation system changes. Then the ambiguities inherent 
in this sort of general questionnaire are likely to be over-
come, and the results useful in a particular context. 
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CHAPTER VIII 
CONCLUSIONS 
There are today many major problems in our urban areas, 
and one is transportation. With today's urban sprawl, the 
attachment and dependence of Americans on their automobile 
(urban sprawl to some degree seems to be a product of this), 
the gasoline shortage, congestion and pollution due to the 
automobile, it is necessary to try to discover what it is 
that draws people to use the automobile. This will help 
identify how, if possible, to draw people away from their 
automobile and back to public transit. 
The questionnaire analyzed was a very general one for 
the Mayor's Conference, an attempt to obtain information as 
how the people perceive travel options and their attitudes 
toward mode choice. The study surely was in response to 
many of the general urban problems discussed above, problems 
which seem to be getting worse rather than better. 
More specifically, the purpose of the survey was to 
obtain information on the attitudes of persons toward various 
types of transportation and preferences regarding expendi-
tures for improvements or the transportation system. The 
survey was conducted in a suburban area, in which persons 
typically had a higher income, and higher automobile owner-
ship, than in the entire Chicago metropolitan area. 
These people tended to feel that the road system is 
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quite good and felt quite satisfied with it, except they found 
congestion very aggravating. In contrast, in response to 
questions regarding the general state of public transporta-
tion, they felt was poor. This was particularly true among 
those who depended heavily on it for all their trips-those who 
had no automobile. However, almost all respondents felt the 
C&NW Railroad service was extremely good. Since the only two 
forms of public transportation available in the area are the 
railway and limited suburban bus service, it is clear that it 
is the suburban bus service which is felt to be particularly 
poor. This is an especially important conclusion, for it is 
only the bus or a similiar ubiquitous public transportation 
system which could meet the travel needs of the suburban 
population to places other than the central business district. 
The preferences of this suburban population for changes 
in expenditures on transportation reflected very closely their 
perceptions of the quality of the system. Almost three-
quarters desired more expenditures on public transportation, 
while less than half desired more expenditure on roads. One-
half of the respondents felt that higher taxes would be accept-
able if the transportation system were improved. In partic-
ular, most wanted more to be spent on public transportation 
in the forms of subsidy and improvements in parking for the 
railway. Almost none desired new road construction, but many 
felt that adding lanes to existing streets and operational 
improvements such as traffic lights were desirable, to 
alleviate congestion. As these generalizations imply, the 
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desires for expenditures correlated very well with percep-
tions of the quality of the system. 
It is interesting to note that the higher the income 
of a person, the more he was likely to find increased expend-
itures desirable or acceptable. However, the more elderly 
among the respondents did not want increased expenditures 
at least of a public sort -- probably reflecting fears of 
increased taxes. 
In terms of mode choice behavior the attitudinal 
questions revealed much about the relative importance of 
various modal characteristics. In particualar, for this 
relatively homogenious group surveyed, most felt thar physical 
comfort and related factors, and those related to the avail-
ability of service and convenience of using it, are the major 
determinants of mode choice. Factors related to psycholog-
ical comfort, items such as the availability of music, were 
considerably,lower in importance. Since public transport 
services.are very limited in this area, except for travel to 
and from the central business district; these conclusions are 
particularly important for the planning of any type of mass-
transport which might attempt to attract people away from the 
automobile. It indicates that the service must be made 
widely available, that people must be able to choose their 
time of departure (so that service must be provided through-
out the day,) and that physical comfort such as protection 
from the elements and obtaining a seat must be provided for. 
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There was considerable analysis of possible variations 
in these attitudes with respeot to characteristics of the 
person and his travel behavior. No particularly strong 
relationships were obtained, although there were some varia-
tions with age and income. The lack of significant relation-
ships and an inability to explain many of the relationships 
which were revealed is undoubtedly to a large extent due to 
the relative homogeneity of the population surveyed. 
The results of this research are useful in the identi-
fication of appropriate policies and programs for this area 
in the improvement of its transportation system. It is very 
clear from the survey that most' of the citizens of this re-
gion feel that the parking available for the C&NW Railway, 
which is the major link to the central business district of 
Chicago, in which many people work and shop, is the item on 
which they would most desire expenditures for improvement. 
Such expenditures would undoubtedly benefit the area in other 
ways, because lack of parking adeq.uacy for the C&NW probably 
means that people using the railway will park in nearby 
general shopping areas-making parking for those areas and 
activities less available. Also, improvements to the park-
ing for the C&NW would seem to result in a connection to the 
central business district-including the automobile access, 
parking and then riding the train-which would be considered 
quite high in quality and might result in substitution of 
trips to the loop via train for driving on the streets to 
suburban centers. 
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Also, there was general agreement by most of the res-
pondents that the existing bus service and in fact all public 
transportation service other than the C&NW train, was of 
extremely poor quality. If a very large fraction of trips 
in this area are to be made via some mode other than the 
automobile, then some sort of ubiquitous transport.system 
must be provided. Clearly the C&NW does not fill this role, 
for it connects the area with only the loop and a few other 
suburban communities. The information on the importance of 
various characteristics of modes, including phys5.cal and 
psychological comfort characteristics, will be of consider-
able value in guiding the proper development and plarilling of 
a ubiquitous transport system for this area. The high income 
level in this area, and the general desire for characteris-
tics in a transportation mode which are similar to the 
comfort and convenience characteristics of the automobile, 
suggest very-strongly that consideration be given to a mode 
such as dial-a bus. While this mode is somewhat expensive 
compared to other types of transport, it might be ideally 
suited for this particular area. Also, the desires and the 
income level suggest that consideration be given _to trying 
to foster the development of car pools, in which one auto-
mobile would take a number of passengers to the same destina-
tion. This arrangement is particu~arly adaptable to repeti-
tive trips such as the work trip, and could go a long way 
toward decreasing fuel consumption and environmental impacts 
or transportation in this area. 
1'21 
Also revealed were the desires of the people for 
expenditures for road transport. They clearly did not desire 
expenditures on new roads. However, there were a number of 
specific ways in which they desired expenditures on the 
improvement of existing roads, to improve the traffic flow, 
decrease negative impacts on the neighborhoods, and increase 
road capacity. 
r 
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On the following pages is presented the original ques-
tionnaire. The three-digit number appearing next to a ques-
tion or the spaces for the answer is the number designation 
used in the computer analysis of the results. 
r 
128 
C'ut':Jt ic•:s in Pa1•t I (i.11,•lucfi1:!/ tho income tJai•d) o111mld l•c ar.kt?d to t1:a lzoad 
of tlw h.':.:,r.1;<1lJ. In hin abncnc.>e aak any otlicr reapvn.'liblc member, e.9. I I I I I 
uiff' ,of head. l ., 3 A 5 .. 
. 
PART I 1010191 
6 7 s 
1.A When did you move to your present address? 
I I 19 10 
hcfore HMO (1) 
'40-'SO (2) 
'50-'60 (3) 
1 60- 1 65 (4) 11/9 
'65-'70 (5) 
'71 .(6) .. 
004 
I 
l.Il Where did you live before? 
Chjcago 
. 
(1) 
Northwest Suburbs (2) 
1:.19 
l\orthern Suburbs (3) 
llther (4) Pleas~ spl•ci fy 
------- --- -----------0-05 
l.C \\'hat is the total number of people in the household? 
13 14/!l9 
------ 006 
l.D \1nat is the total nur.:ber of people in the household 16 years of 
age or over? 
15 16/99 
007 
l.E \111at is the total mznbcr of cars owned by rner.bers of your household? 
(1) one (2) two 
('.\) three (4) four o-r more 17/9 
(S) nonL' 
008 
12'9 
What is the approximate annual income for your entire 
household? 
(1) Under $8,000 
(J) $10,000 - $14,999 
(5) $20,000 and over 
(2) $8,000 - $9,999 
(4) $15,000 - $19,999 
009 
16/9 
130 
Now hand the envelope containing the income card to the 
respondent. After he has filled it in, request that he put 
it back in the envelope and seal it, before he returns it 
to you. 
18/9 
. 131 
I 
I I [] 
Plf,aor: liot th<' ruur.1:11 nf .ill. pc:ople in the hmaehol<l. Thfo 1'.a to at:!t .w 
a r.hr.1cklittl. frJJ' !1ou, no 110 t.o mik<? au.rt• you :1ot ePvryv111:. ::ra1't with he,.d 
of houodinld, rw:r.t. 1•r•ozwc, /.hen c'hild.reri, Uum otho!'.'1, <'.!f., mothcro-in-la'.J, 
et-'!. 
Interviewed? Name Age 
Yes No 
,. 
I 
I 
I. 
'. 
1 2 3 ~ ;. 
Serial # 
1 
2 
3 
4 
s 
6 
7 
8 
9 
10 
11 
12 
I .F flftl•r tlw cnt ire lll111~;d1lll<l has hl'L'll intl'rvit-wed, pkase indil:utc 
tlw total number l'r intcrviL'\·:s of members or the hmL.;chold. 
(1) (2) (3)_ (4) 
(S) (6) (7) (8) 
Interviewer number 
Address Code 
. 1.32 
19/~) 
20 21 22 
23 24 25 26 z 
R<~ad in:..;tr:t.c!.-iD~:z: ; ... ---:· ~~-, :: ... ~ ~ · t'..:..'J;- ... ?,~.!._,r..~-. :·'hen£)[.:~,, "~~·;:t' .. r1°? 1St scr1':0 1..•t' :.s 
t::lucatior;; l!(• 11- 1 : .. tJ;:·n~ :·:.: .:·.r-..ll q:~~i~·.:~-l' ~·e vei·~; .."··~)...:.·, .'{\> ... !, ..iveP.~~;,, 
poor, nr: Pt:1·;1 ;·.-.,J:• ••. ". ~ ... ':• ·-:.~~f .;7 .. "';c· f!h.'t.' ti; .. · t-"~ .. :.::: t.• r.i;,· respc.,; .. :'t·1;t. 
/' lr~a:.u1 i.ru:h ~.:t., · t rLt~ r~ ~1; '· ~:~:, · f-~, ai1 1C'! i £1;£! tfzi! n:"~.·~1 c1• 1' r; :.;;,~ ~!pprc.·r:>ri~ t c 
~olw.n. 
2.A 
l'ART i I 
llcre is a I i:;t ol :;~·;·vi..:.::; pruvidcJ to you and to others in your 
:irca: l\11at do ycu think is the ovcr .. all quality of each of these 
service!' in your arc.i"? 
. I. Very Good Good Average Poor Very Poor Education • . . (1). . (2). . (3). . (4) . (S) . 
Air pollution 
contro1 -•• . (6). . (7). . (8). (1). (2). 
Water for 
J rink in~ and 
n'l·rcat ion . (3). . . • (4) • . (S). ( 6) . (7) . 
Pol kt.' <Ila.I fire 
protcctiun • (8) •• . • (1). . . . . (2) . (3) . . . . . (4) . 
Parks and 
n'\.·rcat ional 
facilities • (S). . (6). . (7) . (8). (1). 
Ro.ids and 
highways . . •. (2). . (3). • (4). (5) • (6). . 
Puhl ic tran..<;-
port~1t. ion • • (7). • (8). . . (1). (2). (3) . 
Health and 
hospital 
services . . . . . • (4) •• . . . (S). . . . • (6). . (7). . . (8) . . 
. 
. 
. 133 
CCl:l 
9 lll 
11/9 
018 i 
12/9 
019 
13/9 
020 
14/9 
021 
15/9 
022 
16/9 
023 
17/9 
024 
18/9 
025 
134 
Plrase ac/Jrii11istt>t• ai1 in Q 2.A. 
Z.B llt•n• is ;mothl'r l i·;t ,11 items. l'lt'a:;e rate these in tho S<UllC 
111:mnc r as in the previous question. 
Very l;ood Guo<l Average Poor Very Poor 
<.ual ity of 
road pavement 
mnintenancc· • (1). • (2). . (3) • (4) . (S). 19/9 
026 
Safety of high-
way design . (6). • (7). • (8) . (1) . (2). 20/9 
027 
Traffic law 
enforcement (3). . (4). . (S). (6) • (7) • 21/9 
028 
Traffic signs, 
traffic 1 ights (8). • (1). • (2). . (3) . (4) • 22/9 
Street lighting • (S). . (6). . (7). (8). . (1) • 2.3/9 
029 
•.. OJO 
Snow rt'lllOV:i 1. . (2). . (3). • (4) . (S). (6) • 24/9 
OJ1 
l'<1rking in y1Ali" 
vi 1 lagc .<lowntown (7). • (8). • (1) • (2). (3). 25/9 
Bus service • . (4). • (S). • (6) • (7). 26/9 
0)2 
. . (8) • 
Chicago & North- OJJ 
western (C&~1\') ·• (1). • (2). . (3). (4). (S). 27/9 
OJ4 
Parking for the 
c&r.;w railroad • . . . (6). • (7). . • (8). (1) • (2) • 28/9 
0)5 
.. 
. 135 
... 
' 
Pl•Y!4W mlmitii11/ .. •1• <Ill in O 2.A. 
I. 
/'fr!rWt: 1trflr;irdot(•r 11(1 in CJ ::,A. 
:'i.fl. Ir soml'onc in ~ovcntl:•cnt asl,L'<.l )'llU ho•; 1~1uch more' or less lllClllC)', 
on . t hC' who 1 e, should ht~ spent in your :i rca on the following 
services, what would you tell him7 
Education . 
Air 
pollution 
control . 
More Money 
• • (1). 
.• (6). 
More Same Less Less Money 
• (2) • (3). • (4). • • (5) ••• 
• • (7) • • • • (8). • • . • (1). • • • • (2) • • • 
\\;1ter for 
drinking 
and 
recreation •.• (3) •••••• (4) •••• (S) ••••• (6) ••••• (7) ••• 
l'olicc nnd 
fire 
protection .• (8) ..•.•. (1) .••• (2) .••.• (3) .•••• (4) .•• 
!'arks and 
recreational 
facilities ..• (S). 
Roads and 
highways • • .(2). 
Public 
transportation • ~tn:. 
Health and 
.(6). 
• (3). 
• (8). 
(7). • (8). • (1) • 
(4). :(S). • (6). 
• (1). • (2). • (3). 
·hospital 
services • • • (4). • • • • • (S). • • • (6). • • • • (7). • • • • (8). • • 
. 136 
36/9 
043 
37/9 
044 
38/9 
045 
39/~l 046 
40/9 047 
41/9 
048 
42/9 
049 
43/9 
050 
Plcaae adl'linir:te!' <W in q 2.A. 
"3.U Now assume that a transportation.engineer asks for your views on 
s~ing on the following transport:ition rc1atcJ items. Please 
indicate your ans\,·cr as for the last question. 
Maintenance 
on existing 
Much 
More Money More · Srunc Less 
Much 
Less Money 
roads ••••••• (1) •••.• (2) ••••• (3) .•• (4) ••••• (S) •.• 
Traffic 
signs and 
I ights • • • • • • • (6). • • • • (7). • • • • (8). . • (1). • . • • (2). • • 
Retter 
street 
lighting • 
., • (3). ••.• (4). •••. (S) ••• (6) •••.• (7) .•• 
IncrcasinR 
·l:incs on 
SODJe,, 'raa~s . 
Ruildin~ 
new roads 
Parking 
areas in 
downtown 
• (8). 
• (S). 
area • • • • • • • • {2). • • 
. Parking 
areas for 
C6NW 
railroad • 
Safety features 
• {7). 
(1). . (2). (3). • (4). 
(6) • . (7). (N). • (1). 
(3) ••••• (4) ••• (S) ••••• (6) .•• 
(8) • • (1). (2) • • (3). 
on streets •• (4) •••.• (S). • (6). (7) • • (8). 
.• 
1'csting pro-
cedures for . 
automoh il cs • 
.(l) .•... (2) ••••• (3) ••• (4) ••••• (5) ••• 
Driver training 
and testing 
procedures. • .(6) •• 
Trnffic law 
enforcement .(3) •• 
r ... '--~-'-- •~ • .. • 
.. JULt~.&.UJ' t..V l'UU.LJ.\.. I 
trans~rtat1on •• ·(8), ••. 
(7). • (8). (1) • • (2). 
• (4). • (5). (6). • (7) • 
(1) ••• f . . (2) •• (. (3). ·I· .. (4) • 
. 1J7 
44/9 
051 
45/9 
052 
46/9 
05.3 
47 f!l 
054 
48/9 
055 
49/9 
056 
50/9 
057 
51/~) 
058 
52/H 
059 
53/9 . 
060 
54/9 061 
55/9 062 
4.A If ;i small hus with a c:1pacity of about ten passengers wen' to 
travel your street ~luring the msh hours in the mornings and in 
the evenings to pick up or drop off you or your neighbors, \\'Ould 
you object to its presence? 
(1) Yes (2) ti:> (3) Don't know 
063 
4.B (If tho .maiJer is ;wt "yes"J If in addition the bus were to come 
around once. an hour or so during the remair.dcr of the day would you 
object? 
(4) Yes (S) No (6) Don't know 
064 
4 .C (.Tf the arwwcr to 4.B is not "yes") If the bus were larger, say 
about the size of a school bus, would you object? 
(7).Yes (8) No (9) Don't know 
065 
.. 
I 
138 
56/9 
57/9 
58/9 
'I'J:io p1:w f(I 01.•lj"-.u~ninlot(ll'f'd -- oho~1 t<• rt•1tp<>i;._/1•nt c1,1,[ 1•1•,1.J quoolim1 
i.Jith renpu»ilrnt. Plruoc noll! tha.t tho total of the al!o<"11t.1'cmo ehouZd 
eip.~al $ZOO. 
5.A Federal, state, and local govem'llcnts spend a little over one 
hundred dollars per family per year on the iJ~tprovcments of 
public facilities in the Chic~:go ;uetropolitun area. This amount 
is above and beyond funds spent on mintaining existing 
facilities and programs. 
Suppose you could decide on how to spend this $100. llow would 
you allocate your SlOO a.'llong the following p1·ognuns? (You 
may spend all of the r.¥:>ney on one :improvei-::ent, or you may divide 
it up aniong some or all of the alternatives). 
Amount of money spent 
Reduce air pollution 
Improve police protection 
Improve fire protecti0n • 
Improve parks and recreational facilities 
Improve education • • • • 
Improve transportation'-. 
Increase aid to the poor • 
Reduce water pollution •• 
Improve public health programs and hospitals • 
$ ____ _ 
Totnl •.•• $ ___ _ 
139 
59 \"t0 
066 
(l} b.! 
067 
63 64 
068 
65 t>t> 
069 
67 08 
070 
b!l 70 
071 
71 72 072 
n :'~ 
07~ 75 6 
074 
075 
77 il 
0( 
This page is self-administ.::1•11d -- ohOt) to rci:pondcnt and read question 
with l'espondent. The total of·tJ:e alZocationR should eqwiZ $ZOO. 
S.B Suppose you weTe concerned just with transportation expenditures. 
As in the preceding question, please allocate $100 among the 
following: 
Amount of money spent 
Improve pavement on existing roods $ 
SUbsidize public transportation (bus) 
~sidize.c~·w railroad • 
Add lanes to existing roads. 
Baild :ldditior.al ro:ids • . 
Improve traffic law enforcement 
Improve traffic signs ·and signals 
Total $ 
.. 
140 
LJ I[) 
6 7 8 
9 07 91 
11 01h' 
13 1 ~) 
079 
15 lh 080 
17 l :\ 
081 
19 211 
082 
21 22 
08) 
084 
6.A \~ith ;111 i1r.prove.l trans1-v:-t::itior: sr~l':n, m:my hcncfits c0mc to 
the rcsi<l~'1ts of a.'l area,· S';.ch :is rr.:rking r.'on:: t imc nvniiahlc for 
work and recreation. Cor..siderin,'.! t:-an~port:<tjon in y.;mr area 
ar.i.l )C'.!';" ric~ds .... ~ul<l 7e;a h:-: 1.:i1lin;; to r:.::· h;.?.i:cr taxes in order 
to finance certain tr:mspo.-taticn ji:;pTovc:~.~:r::s? 
Under no cin.-unstances (1) 
Mayhe, if I knew what 
the improvements were (2) 
Yes (3) 
Do not kruJl.i (A) 
6.B Providing transportation services costs money. Considering 
transpnrtation in your area nnd your needs would you dc!lirc 
lower taxe.:; if it result~ in poo.-er transpor~ation s~r.rices'l 
.. 
Under no circ..:mst:i.nces (l} 
Mayhe, if I knew hew much 
lower and hew much "t.-orse (2) 
Yes 
Do not know 
(3) 
(4) 
085 
086 
141 
23/9 
24/9 
7 .A 
7.B 
7.C 
\\1;at is the most pleasant thing about transportation in your area 
(as it applies to you personally)? 
\tlhat is the most unpleasant thing about transportation in your 
area (as it applies to you personally)? 
087 
088 
089 
090 
Tn the prec~ding question, you were asked to think of the 
least pleasant aspect of transportation in your area. What do 
you think should be done to correct this problem? 
.· 
091 
092 
142 
25 
28 
29 311 
31. 
32 33 
. , 
·•, 
.. 
l<eatl prtnllnJ•? 8 to the 1'C01'oruicmt and then 1•e11d 8 .A j'ully 11,' that the 
renpon.Jcn1. kr.r::.ro '"hat f1•r:q1wntl y, oomP. timoo, £lo. mean. '/'lum l'oad 
8. II, 8. II, 8. r i'.f,Ulll by i ltm1 rmd Pt•OOI'C.l <l1lll~lt11'11. 
8 . 
8.A 
8.B 
8.C · 
It is well known that bicycling is excellent cxt.!rcise. Moreover, 
it docs not pollute the air. \\bcn traffic cong'·'!->tion is h~avy, 
bicycles could even be a faster means of transportation than 
the automobile. Please bear these facts in mind as you answer 
the following questions. 
1f there were spceial, safe pathways and adequate parking 
facilities, would you (in good weather) use a bicycle for: 
Trips.to work or to the train station or to a bus stop~ 
(1) Regularly (2) Frequently (3 or more times 
a week) 
(3) Scaetimes (1or2 times (4) Rarely (less than once a week) 
a week) 
(S) Never (6) Not applicable (if respondent 
works too far aw-.iy, does not 
work) 
093 
Shopping trips: 
(1) Regularly (2) Fr.cquently (roughly more than 
SO\ of time) 
. 
(3) &.ctimes (roughly 20-
50\ of time) 
(4) Rarely 
{S) Never (6) Not applicable 094-
Recreation (for the fun of riding a bicycle): 
(1) yes (2) no (3) don't know 
. 
095 
143 
34/9 
35/9 
36/9 
'/'hill 1"'!1" i'n ur.lJ'-at.b11i'.>:i1JtrJ1•r!d -- uhoiJ to ro11prmdont and J•n,1.l qu.aot.fon 1Jit1& 
,. .. ,,, .... 11rl1•t1l. 
9. Experts have propose:) the followir:;! reasons for why people choose 
·to drive to work. I !ow important do you thL1k each of these 
reasons are? ln<licatc your ans1;er for each line by circling the 
. number in the coli::~~"l tk1t best inG. ic;1tes your feelings. (Base 
your answeron your cxpcrie:ice if you ili'ivc to work; if you do 
not, base your answer on what you think is important to your 
neighbors.) 
Very Very 
Important Important Average Unimportant Unimportant 
Comfort • . (1) •• • (2). . . (3) • • (4) • . • (S) • 
Privacy • (6). . . • (7). . . (8). . • (1) • • (2). 
Protcctio1. 
from the 
elements (3) •• . • (4). . . {S). . . . • (6). . . . . • (7) • . . 
Riding with 
people you 
like . . (8) •• . • (1). . . (2). • (3). . .(4) . 
No 
transfers (S). . • • (6). . . (7). • (8) • . • (1) • 
To get your 
1110ney's worth 
.out of your 
car ...•. . . .. (2). . •.• (3). . . (4). . • (S). • (6). 
Enjoyment of .. 
driving • ·• . (7). •• (8). . . (1). . . . • (2) • • (3) • 
Freedom to 
smoke •• . (4). • (S). (6). • (7) • • (8) • 
Freedom to 
choose your 
own route . . (1). . . • {2). . 
. 
(3) •• ... • ( 4). . . . . • (S). . . 
Freedan t'o, 
travel at 
your 0\\'11 
(6). . speed •• . . . . • (7) • . . (8). . . . • (1) • . . . • • (2). . . 
NcVer 
considered 
alternat;ve> ,. . (3). . . • (4). . . (5). • (6) • • {7) • 
No other 
n.lternative • {8). . . • (1). . . (2). • (3) • . . • (4) • 
I . 
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37/9 
096 
38N 
097 
39/9 
098 
40/~ 
099 
41/9 
100 
42/9 
101 
43/9 
102 
44/9 
103 
4Si9 
104 
46/9 
105 
47/9 
106 
48/9 
107 
Very Very 
Important 1mpc.1rt:.int Average lln import:mt lln important 
Frcc<lom of 
movc,ment at 
destination . (5). . . (6). . (7) . (8). (1). . 
Safety • (2). . (3). . • (4). (S). (6). 
Radio • • (7) •• . . (8). . • (1). (2) • . . (3): . 
Sure to 
p._ct a scat . (4). (5). • (6). (7) • (8). . 
.Job requ1 res 
use of car 
llurini:; 
workinR hours . . (1). . . • (2). . . • (3) • . . (4). . . (S) • . 
Freedom from 
whims of 
others . . . • (6). . (7). . . • (8). . . . (1) • . . . (2). . . 
Freedom to 
choose times 
of departure 
anci retum . . • (3). (4). • (5). (6) • (7) • 
Lack of 
cro\\tledness • • (8). (1) • . . • (2). (3) • . (4). . . 
10.A llow often do you use a car during any part of. your trip to or 
from work? 
(l) frequently (2) occasionally (3) never 
10.B Tf you do use a car during your work trip, how often do you 
· drive all the way to (and from) work? 
Pl frequently (2) occasionally (3) never 
. . 
. . 
. . 
116 
117 
10.C \\'ould it be possible for you to take the Oticago & Northwestern 
R;iilroad to (or from) wrk? 
(1) Yes . (2) No 
118 
If the rer.ponse to Q lO.C i11 "no" please skip to Q l2. 
. -,. .. 
145 
49/9 
108 
50/9 
51/9 
109 
110 
52/9 
111 
53/9 
112 
S4/9 
11) 
55/9 
114 
56/9 
115 
57/9 
58/9 
59/9 
11.A If there were a bus from your house to the nearest railroad 
station, would you take it: 
Frequently (4) yes (S) no (1) not sure 
Occasionally (2) yes (J) no (4) not sure 
Never _ (S) yes (1) no (2) not sure 
11.B Tf an arrangement can be made to have you picked up at your ho:ne 
every morning at a time you wish :ind taken to the railrcall 
station and then returned at night in about the:' same time as 
your cnr tfilces, would you use this service if the cost per round 
trip were:,; 
$3.00 (1) yes (2) no (3) not sure 
$2.00 (4) yes (5) no (1) not sure 
$1.00 (2) yes (3) no (4) not sure 
so.so (S) yes (1) no (2) not sure 
Free of charge (3) yes (4) no (5) not sure 
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. . -
60/9 
119 
61/9 
120 
62/9 
121 
63/9 
122' 
64/9 
123 
65/9 
124 
66/9 I 
125 l 
I 
67/1l 
126 ! 
I 
! 
I 
I 
I 
I 
I 
I 
I 
I 
Har.d comp.·mion A to Q l2 to 1•espondcnt. After respondont h.is road it, <lBk 
Q l2.A-Z2.C. 
12.A At the time the two villages chose their solutions they were not 
sure ~1hat the long rarn:c effects \·:ould be. lf you had heen a 
resident of either village at tbt time which solution '1-:ould you 
have opted for? 
Cll as in A 
(3) neither A nor B 
(2) as in B 
(4) not sure 
12.B - \\'hich course of action would your neighbors have liked to see 
taken? 
(1) as ~A 
(3) neither A nor B 
(2) as in R 
(4) not sure 
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128 
12.C Which solution do you think your village government would have 
taken? 
(1) as in A 
(3) neither A nor B 
.. 
! 
(2) as in B 
(4) not sure 
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' 147 
68/9 
69/9 
70/9 
/11111d "''"1p1mi11>1 /I /.o l'<?ll[lc>nd<mt. Aftc1• he h..·2<1 road it .wk tlw j~>l/.c 1i>ir.a 
!(Uf'jl /. i ( >r:tl. 
12.ll ib~u;11in~: that the prohlc:n an<l solutions for tilt' t\·:o villagl~S \.;ere 
real bstcad of l1}'T.Vtnctical, how believublc <lo you find the long 
range effects for Village A? 
. (1) nv t true 
(3) very likely 
(2) pos~.ible, but unlikely 
(4) I don't know 
130 
l 2 .E !low believable ~o you find the long range effects for Village B? 
(l) not true 
(~) very likely 
(2) possible, hut unlikely 
(4) I don't know 
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12.F If the situation were real and the lon~ r&.-:.~~e effects were sown 
to be exactly as presented, ~'hat course of action would most 
people like to see taken? 
12.G 
(1) as in A (2) as in :a 
(3) neither A~JI 
132 
P1ease give a."ly ger.eral coo;rnents you r..ig:.t :"'.f.ve concerning tl:e 
n~ovc Jh•SS:ige, o-;- the passa:;e in t~ • .:: pTevioJs section • 
. · 
133 
134 
. 148 
71/9 
72/9 
73/9 
D 7.1 
I I 75 '.'<• 
------------- ··--- ----------------1 13.A Age catc~~ry 
(1) (2) (3) (4) (5) . (6) (7) (S) 77/9 135 
13.B Does r<i:'f-Ooci.ent ba.ve a d:·.:.vt.:•'s 
· 136 
.,0 ,,, 
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